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COMMISSION AND THE SENATE 


The whole consideration by the Senate interstate com- 
merce committee and certain senators not on the committee 
of the reappointment of Commissioner Esch is more or less 
ridiculous, but there are some phases of it more ridiculous 
than others. One of them is the indignation of Senator 
Neely over the report that some of the members of the Com- 
mission intend to resign because of the report of the Sen- 
ate committee against confirmation of the Esch appointment. 
We do not know what basis there may be for the rumor and 
we can think of a good many reasons why we hope it is not 
true and why it might be unwise for members of the Com- 
mission to take the suggested action, but the respect the 
commissioners owe to the Senate is not one of them, nor can 
we see anything in the proposed action te which senators 
opposing Commissioner Esch could logically object, at least 
so far as those commissioners who voted with Mr. Esch in 
the large cargo coal case are concerned. | 

Mr. Esch was turned down by the committee because 
of his position in that case. If the disapproval is based on 
the fact that he changed his mind—as it will probably not 
be in the formal report—then the same criticism applies to 
Commissioner Aitchison, who did the same thing, and, if 
Mr. Aitchison regards the opinion of the Senate committee 
as controlling, he might well go out with Mr. Esch. If the 
disapproval is based merely on the position of Commissioner 
Esch and his colleagues in this case—as it probably will be 
—or on their policies as illustrated by this case, then the 
entire majority of the Commission that decided this case, so 
far as the Senate committee is concerned, might also go out 
with the discredited Mr. Esch, the only one of the number 


Of course, the opinion of the Senate committee ought 
not to be considered controlling and neither ought that of 
the Senate. The whole Congress can change the laws so 
that they will conform clearly to what Congress has in mind, 
but it is not up to the Senate alone to make or construe the 
law. But, if members of the Commission whose acts have 
incurred the disapproval of the Senate committee choose to 
bow their heads before the verdict and resign, the members 
of that committee or others in the Senate who agree with the 
committee certainly could have no cause for complaint. 
They would be merely accomplishing in one fell swoop, 
through the voluntary action of commissioners, what their 
action with respect to Commissioner Esch—the only one of 
the condemned crowd thus far to appear before this august 
tribunal—indicates that they will do to all his associates 
who agree with him, when they have the opportunity. Sen- 
ator Neely’s remark that there would be great rejoicing after 
the commissioners who it was said proposed to resign had 
left the Commission, hardly accords with his indignation at 
the rumor, though it is consistent with his condemnation of 
the action of the commissioners in question. 


We have the utmost sympathy with the feelings of 
members of the Commission who might consider resigning 
under the circumstances of a fellow member condemned and 
cast out for a thing in which they joined him, and we would 
not greatly blame them for throwing up their jobs. But we 
beg them to remember that one Senate committee or even 
one Senate does not make a summer. Senators come and 
go and so do political policies and situations. We admit the 
seriousness of the situation and the tendency to political con- 
trol of the Commission, but we hope its members will stand 
firm in their places and continue doing what they think is 
right, taking the consequences when and if they come, just 
as it seems Mr. Esch is having to do. Perhaps things will 
change. If they do not, there will be time enough in the 
iuture.for upstanding men of ability to refuse to serve on a 
body that must be subservient to a lot of time-serving poli- 
ticians in the Senate. It looks as if that time might come, 
but it is not quite here yet. However members of the Com- 
mission may feel about the matter and however certain they 
may feel that they cannot continue to hold their jobs, we 
should think they might find a certain amount of pleasure 
in them while they last and while they are looking about for 
other occupations more agreeable and profitable, by con- 
tinuing to do their duty as they see it and watching the 
Senate stew. 
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Another ridiculous thing is the attitude of Senator 
prookhart, of Iowa, who, when asked to vote for confirma- 
ion of Commissioner Esch, replied that Mr. Esch, when he 
was in Congress, was co-author of “one of the worst railroad 
bills that has ever been put through Congress,” and that he 
was going to “check up” on Mr. Esch’s record and “see 
whether he has had a change of heart. My attitude relative 
to voting for or against Commissioner Esch will depend 
upon his record, after I have made a careful study of 
same.” 

The idea of condemning Mr. Esch for his part in the 
Esch-Cummins act (the transportation act of 1920), which 
Congress, of which Senator Brookhart is a part, overwhelm- 
ingly approved and which, whatever one may think of it 
now, was carefully calculated to take care of a perplexing 
transportation situation, is supremely silly. Even if, while 
in Congress, he sponsored a piece of legislation that had not 
proved worthy, what would that have to do with his record 
as a member of the Commission? What kind of change of 
heart in him is Senator Brookhart looking for? Are we to 
understand that if, since Mr. Esch has been a member of 
the Commission, he has acted contrary to the transportation 
act, he has suffered a change of heart and, therefore, may 
deserve and get the Brookhart approval, but that, if he has 
observed the provisions of this law, his head must come off? 
What else can the senator mean? And who is there who 
knows anything about this man who can think of him mak- 
ing any kind of intelligent and fair investigation of any- 
body’s record with a view to unbiased and sensible action? 

We have little hope that Mr. Esch will be saved. Ab- 
stract appeals of fairness and good sense avail nothing. 
The only thing that might have availed would have been a 
storm of disapproval of the Senate committee’s action, ex- 
pressed by telegrams, letters, and in person by the men in 
this country interested in the preservation of the integrity of 
the Commission to the senators from their respective com- 
munities. There has been some of this but not enough to 
prevent the senators from settling this matter on low political 
and personal grounds. A member of the Commission voted 
in a certain case in a way to displease the constituents of 
certain senators. He is now up for reappointment, which 
cannot be effective without Senate confirmation. He must 
be “got.” So the senators from the disgruntled communities 
start out ruthlessly to “get” him in order to please their con- 
stituents. They know little and care less about the merits 
of the situation. Even the little they know is obtained from 
Persons with special and selfish interests and is not shared 
by senators from other communities whom they have induced 
to act with them. It is one of the fine illustrations of the 
way the United States Senate conducts the public business. 
It does not conduct public business, primarily ; the senators 
conduct their own business. 


It is difficult to understand how the Senate, if its 
members read carefully the minority report of the inter- 
state commerce committee, submitted by Senator Fess, 
can vote not to confirm the Esch appointment. Senator 
Fess’s logic, both as to this particular case and as to the 
situation in general, is unassailable and ought to be con- 
vincing to men who desire to know the facts and do the 
right thing, but, at that, we think it would have been a bit 
more forceful and logical if he had refrained from attempt- 
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ing to justify Commissioner Esch’s position in the lake 
cargo coal case on its merits and confined himself strictly 
to justifying a commissioner’s right to be protected in the 
exercise of his judgment in such matters, without inter- 
ference from the Senate. It is an excellent summary of the 
facts as well as a forceful, dispassionate argument for jus- 
tice and an unhampered Commission. Senator Fess is one 
man in the Senate who may be counted on to act with 
reason and out of public spirit. 


GOVERNMENT COMPETITION 


The Inland Waterways Corporation, in a report to 
the War Department, made public this week, in calling 
attention to some features of the Mississippi Barge Line 
service, points out that, by using the barge line from 
Dubuque to Twin Cities, Chicago shippers may save 
15 per cent of the all-rail rate. Doubtless they may and 
doubtless they will. They would be foolish not to do 
so as long as this service is offered and is satisfactory. 
But we put it to all fair-minded persons, either those 
who can profit by this service or those who cannot, 
whether this government competition is fair and war- 
ranted and whether it is any different in principle from 
a competition that would be offered if the government 
chose to build a railroad from Chicago to Twin Cities 
and offer rates lower than the privately owned railroads 
could afford. What we are after is a full understand- 
ing of the principles involved. Do we mean what we 
say when we say the government ought not to be in 
business? If we think that, then what is the justifica- 
tion for this barge line service? In so far as it was an 
experiment to show what might be done, has it not been 
carried far enough? Has there not been ample time 
for a showing of what private capital might do on inland 
waterways? We are not asking these questions to be 
sarcastic, but because we very much desire that the 
country consider this problem sanely, and we should 
appreciate answers to our queries from those who have 
ideas other than the mere desire to get low freight rates 
by whatever means. And the barge line is welcome to 
the free advertising we are herewith giving it. 


An example of the way in which the Mississippi Barge 
Line has come to be regarded as a permanent enterprise 
rather than as an experimental demonstration, and what we 
think is the selfishness and lack of intelligence and broad 
consideration of the subject displayed by advocates of the 
barge line, was furnished this week by President Dawes, 
of the Chicago Association of Commerce, in his remarks 
at the dinner of the Traffic Club of Chicago. Speaking of 
the development of the west, he gave the railroads credit 
for what they were doing and bespoke for them rates that 
would enable them to continue. Then, in the next breath, 
he supported the barge line as an additional agency of trans- 
portation needed in this development. It may be needed, but 
how Mr. Dawes and others like him justify government 
competition, at the expense of the taxpayers, with the rail- 
roads which, they say, ought to be fairly dealt with, or how 
they justify government participation in the transportation 
business at all, is beyond us. The present barge line can be 
justified only by sectional, selfish interest. If. Mr. Dawes 
and others can build up waterway transportation by private 













642 


agencies under proper conditions and restrictions, then there 
can be no complaint. But there is no justification for calling 
the government to their aid in the Mississippi Valley or 
elsewhere. 





COAL AND RAILROADS 
The Trafic World Washington Burcau 


Referring to charges of the United Mine Workers of Amer- 
ica that railroads conspired to beat down the price of coal so 
as to break the coal miners’ union, W. C. Bower, manager of 
purchases and stores of the New York Central Lines, testifying 
before the Senate interstate commerce committee in the coal 
investigation, said that in placing orders for coal “no distinction 
has been made and none is now being made between union and 
non-union mines.” 

“T have not attempted to exercise the bargaining power of 
the New York Central system to depress prices or to discriminate 
between operators or miners, whether union or non-union,” said 
he. “I try to obtain reasonable prices by reasonable negotia- 
tion.” 

Continuing, Mr. Bower said: 


In this connection I desire to call this committee’s attention to 
two very important considerations which I think are of a special in- 
terest to this committee. One of them, at least, I think, has not 
been alluded to in the hearing. The coal companies from which we 
purchase are also shippers over our lines, sometimes very large 
shippers. I was advised many years ago by our law department that 
a concession to a shipper did not necessarily have to be a direct 
rebate from the published tariff in order to come within the inter- 
state commerce act; that it might be made in the guise of an ex- 
cessive price paid to a shipper over our lines for an article sold by 
him. I have always had this advice in mind in trying to negotiate 
prices which would not be open to that criticism. 

The other consideration is that the law requires the railroads 
to operate efficiently and economically. I understand that this man- 
date of the law would not permit the railroads to pay prices clearly 
in excess of those brought about by marketing conditions, however 
beneficial it might be to the country generally or to other industries 
to pay them or however well able the railroad might be to pay them. 

I have no agreement or understanding either express or implied 
with the Pennsylvania Railroad, the Baltimore and Ohio, or any 
other railroad company outside the New York Central system con- 
cerning prices to be paid for the purchase of coal, the localities from 
which purchases are to be made or the class of operators from which 
purchases are to be made. 

I have not known and do not know the prices paid by any other 
railroad system or company. 

I am not and I have not been engaged in any conspiracy, agree- 
ment or understanding with any other railroad system or company 
to extert bargaining power to depress prices of railroad fuel or to 
favor nonunion operators or miners or for any other similar purpose. 

I know that the management of the N. Y. Central system is not en- 
gaged in any such conspiracy and that it has no such agreements or 
understandings, because no such conspiracy, agreement or under- 
standing could be carried out or even begun without my cooperation, 
since I am directly responsible for all fuel contracts in the system 
and none are made without my authorization and actual supervision. 

Further, I have never received any instruction, suggestion or 
intimation from Mr. Crowley, the president of the system, to whom 
I directly report, that I should have any agreement or understanding 
with any other railroad with respect to these matters, or that I should 
employ the bargaining power of the system or any individual mem- 
ber of it to depress fuel coal prices or to exploit operators or miners, 
union or nonunion. 


Mr. Bower expressed the opinion that the condition of the 
coal industry might be remedied by the creation of a coal com- 
mission, along the lines of the Interstate Commerce Commis- 
sion, with power to permit consolidations of coal companies, and 
establishment of selling agencies under supervision of the 
commission. 


Testimony was given by Thomas Sagle, of Roseville, O., to 
the effect that a purchasing official of the Pennsylvania Rail- 
road had told him that the Pennsylvania would pay no price 
to any coal operator that would justify the Jacksonville wage 
scale. On cross-examination by counsel for the Pennsylvania, 
the witness said the Pennsylvania official would not pay him 
$2 a ton for coal when he could get it elsewhere for $1.75. 





GOODING FILES COMPLAINT 


The Traffic World Washington Bureau 


Senator Gooding, of Idaho, and the Idaho Rate Association, 
as complainants, have sent to the Commission for filing a com- 
plaint against the Oregon Short Line and other carriers, attack- 
ing rates into and out of Idaho. 

The complaint states that Frank R. Gooding is a resident 
of Gooding, Idaho, and a shipper of freight from points in Idaho 
over the lines of the defendants to points in other states on 
defendants’ lines and is directly and indirectly affected by the 
rates and charges complained of. The complaint explains that 
the Idaho Rate Association is a voluntary association of shippers 
and receivers of freight in Idaho. 

The complainants said they brought the complaint in their 
own behalf and on behalf of all the citizens of Idaho, and of 
shippers doing business therein, whose interests are adversely 
affected by the “unjust, unreasonable, and unduly discriminatory 
rates hereinafter complained of.” 

It is alleged that the rates and charges now in effect for 
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the transportation of all commodities over defendants’ 
into and from the state of Idaho, and between all poin 
Idaho and all points in other states in which defendants operat, 
are unjust and unreasonable, prejudicial to Idaho and that Pref. 
erential rates are accorded shippers in other states than Idaho 
Continuing, complainants say: ; 


lines 
ts in 


That the people of Idaho are largely engaged in the pr 
of live stock, and ship large quantities thereof to various p 
the defendants’ lines in the states aforesaid, especially to their prip. 
cipal markets, which are the cities of San Francisco and Los Angeles 
in the state of California, Portland in the state of Oregon, Seattle in 
the state of Washington, Omaha in the state of Nebraska, and (yj. 
cago in the state of Illinois. Particular complaint is made of the rates 
now in effect applicable to the movement of live stock from all 
points in the state of Idaho to the markets aforesaid, and to qj 
— points in the states aforesaid on the defendants’ respectiy, 

nes, 

9. That in the production of live stock, as aforesaid, it is neg. 
essary to import into the state of Idaho large quantities of salt, which 
is brought principally from points of production in the state of Utah 
Particular complaint is made of the rates now in effect applicabje 
to the movement of_salt from producing points on the defendanty 
lines in the state of Utah to all points in the state of Idaho. : 

10. That another principal agricultural activity in the state of 
Idaho is the production of wheat and other grains, which are shipped 
out of the state by rail over the defendants’ lines of railroad, large- 
ly to the ports of Tacoma and Seattle, in the state of Washington 
and to Portland and Astoria, in the state of Oregon, for export, and 
that the defendants maintain low rates applicable to the movement 
of wheat from points of origin in states other than the state of Idaho 
to the before-mentioned ports for export, but refuse to maintain sim. 
ilar or corresponding export rates between points in the state of Idaho 
and said ports. Particular complaint is made of the rates and charges 
in force applicable to the movement of grain between all points jn 
the state of Idaho and the ports aforesaid, and all other points on 
the defendants’ respective lines in the states aforesaid. 

11. That another important agricultural activity in the state of 
Idaho is the production of potatoes. These are shipped in large quanti- 
ties to San Francisco and Los Angeles, in the state of California, 
Portland in the state of Oregon, Tacoma and Seattle in the state of 
Washington, Omaha in the state of Nebraska, and Chicago in the 
state of Illinois. Particular complaint is made of the rates now in 
effect applicable to the movement of potatoes from all points in the 
state of Idaho to the markets aforesaid, and to all other points on 
the defendants’ respective lines in the states aforesaid. 

12. That a large part of the coal consumed in_the state of 
Idaho is imported into said state from points of production in the 
states of Utah and Wyoming, and particular complaint is made of the 
rates in effect applicable to the movement of coal from such produc- 
ing points to all points in the state of Idaho. 

_18. That all of the rates and charges herein complained of as 
unjust and unreasonable have been from time to time since January 
1, 1910, increased by horizontal advances, which, by reason of the 
long distances which the products of the state of Idaho must move 
to find a market, and by reason of the long distances from which 
commodities imported into said state must be brought, have resulted 
in bringing such rates and charges to a level out of proportion to 
the value of the commodities shipped, and grossly in excess of the 
value of the transportation service for which such rates and charges 
are exacted. 

14. That it is impracticable to set forth in detail all of the rates 
and charges herein complained of, and to give tariff references thereto, 
and that it is unnecessary, for the reason that the defendants afore- 
said, in the rates and charges maintained and exacted by them as 
aforesaid, have discriminated against the state of Idaho as a whole, 
and all of their rates and charges applicable to the transportation of 
property to and from said state of Idaho are unjust and unreasonable, 
= unduly prejudicial and discriminatory, as has been before charged 

erein. 

Wherefore, said complainants pray that the defendants may be 
severally required to answer the charges herein; that after due 
hearing an order be made commanding said defendants and each of 
them to cease and desist from the aforesaid violations of said act, and 
to establish and put in force and apply in the future to the transporta- 
tion of the particular commodities before-mentioned between all 
points in the state of Idaho and points on the lines of said de- 
fendants outside said state such rates and charges as the Commission 
shall deem reasonable and just, and that such other and further 
order or orders be made as the Commission may consider proper 
in the premises. Frank R. Gooding, Senate Office Building, Washing- 
ton, D. C. Idaho Rate Association, by S. M. Coffin, secretary, 319 Boise 
City National Bank Building, Boise, Idaho. 


DEPRECIATION ORDER HEARING 


The Trafic World Washington Bureau 


Railroad testimony in opposition or in criticism of the 
Commission’s proposed order in No. 15100, the Commission’ 
depreciation docket, éstablishing a system of depreciation ac 
counting for steam railroads, was resumed before Commissioner 
Eastman and Examiner E. H. Bunten on March 14. The effective 
date of the order has been postponed pending the hearing. 

Such a complete system of depreciation, W. R. Cole, presi- 
dent of the Louisville & Nashville said, was not necessary or 
desirable. It was his view that depreciation accounting for cars 
and locomotives and other equipment had its uses and should 
be continued, partly because it had been in use for a long time. 
Depreciation accounting for application to the exhaustion of 
service life of fixed structures, Mr. Cole said, was not necessary 
except for such items as were so large that their retirement 
at one time would greatly distort the operating expenses for 4 
given year. The retirements, he said, tended to equalize then- 
selves in a property composed of so many sorts of items a8 
were contained in a railroad. 

G. J. Bunting, vice president of the Illinois Central system, 
presented an exhaustive analysis of the requirements of the pro- 
posed system. He said he was convinced that the railroads 
could not make a practical application of the proposed system 
and that what might be done with the system from a practical 
point of view did not accomplish the end sought by the 
Commission. 
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| Current Topics 
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The Fathers Were Such Dumb Bells!—Lapse of time, which 
dims many things, ultimately to destruction, has burnished the 
crowns on the heads of the men who, in 1787, took the bull by 
the horns, scrapped the old Articles of Confederation, and 
substituted for it the Constitution of the United States. All 
ower under the articles, practically speaking, was lodged in 
the hands of the unicameral Congress. It was not much, but such 
as it was, it was in the keeping of the body which, with the ever- 
present help of a Providence, enabled the colonies to make good 
their declaration that they were and of right ought to be free 
and independent states. The two-chambered Congress, many be- 
lieve, was an imitation of the English Parliament. A better 
thought, however, it might be suggested, was that the two- 
chambered body was a part of the central thought of a govern- 
ment of checks and balances. The two houses of Parliament, 
at one time or another, may have also been thought of in the 
same way. To that extent the Congress of the United States 
is an imitation of the older body created by English-speaking 
men. Many times in the days since the Senate began its career 
as a wearer of the cap and bells, there have been devout wishes 
that it might be abolished. That, it might be suggested, indi- 
cates thinking in jumbles instead of in straight lines. The 
history of the country has shown that seldom, if ever, do the 
two branches of Congress enter into an era of foolishness at 
the same time. They seem to be jealous of each other. The 
spotlight is not big enough to cover both at the same time. The 
members of the Congress are showmen enough to know that it is 
useless for men having diverse acts to ask for attention at the 
same time. In 1910 the House began “acting up” so as to cause 
the ass to be slandered many times. For a number of years it has 
been as quiet and sedate as the Senate was for many years. Each 
has acted as an admirable check on the other. Time was, within 
the memory of men not near ready for the old men’s home, 
when the House often passed bills with the moral certainty that 
the Senate would kill them. Now the process has been reversed. 
Had either branch been abolished, the country would have had 
to coddle its stubbed toes many a time on account of the 
foolish legislation enacted by a one-chambered legislature. 
Many times it seems like a dire waste of time and money to 
maintain two branches. The jealousy of one state of each of 
its twelve neighbors, caused the creation of the Senate, to be 
the body charged with the care of the interests of the states 
as states, as if there could be an interest of the states distinct 
from that of the people of the states. That special guardianship 
duty has disappeared, but in its place a heavier duty has been 
placed on the branch of Congress that has not gone loony. 
Of course, in the lake cargo coal case, the Senate, by indirec- 
tion, is taking unto itself the whole legislative power. There 
is nothing to worry about in that over and above the fact that 
the Senate is composed of a majority of men, some of them 
actuated only by the motive of supposed party advantage, willing 
to deal with a quasi-judicial subject in a manner far from 
judicial or any sort of honest complexion. However, at this 
time, it seems proper to inquire whether the average American 
should not be thanking his stars that, from 1783 to 1787, the 
newly created country wallowed in the mud and then emerged 
from it with a two-chambered legislative body, one to be a 
check on the other, at times such as these. Of course, the 
House cannot do much about the assault on the Commission 
method, through the medium of the power to pass on the quali- 
fication of commissioners, but the idea of one body being a 
check on the other would seem to be very comfortiig just now, 
nevertheless. 





How to Help Government Ownership Advocates.—A thought 
as to how the advocates of government ownership might be 
aided in their campaign for dragging this country into a mire 
similar to that found in many parts of Europe is created by a 
reading of the opinion of the Supreme Court of the United 
States in Goodyear Tire and Rubber Company, Inc., vs. United 
States. The government was a tenant of the title company in 
the building owned by the latter in Cincinnati. The government 
had a year-to-year lease, which was good, according to the 
statutes of the United States, if Congress made an appropriation. 
One year Congress did not do so. Under the common law 
of Ohio, when a tenant stays in a building after his one year 
lease has expired, the presumption in law is that the lease 
has been renewed for another year. But the presumption 
does not hold against the United States, for the reason that 
Congress will not allow the President of the United States 
or any other official to make a lease for a building except for 
the year in which it has made an appropriation. In other 
words, neither the President of the United States nor any other 
Official is trusted by Congress to make a prudent lease. In 
the event he or any other official tries to exercise business 
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judgment by making a lease for two, three, or five years, it 
can cancel that lease by refusing to make an appropriation. 
That is to say, one part of the government does not trust 
another part of the same government to exercise good judgment, 
even in the making of a lease. By the exercise of its strong 
arm, Congress has made it possible for a perfectly honest 
official to be put to shame by forcing him to remain in a building 
the lease on which has expired, by failing to make an appro- 
priation until he can find a new home for his office and then 
moving without paying the rent an ordinary citizen would be 
required to pay, for the full term, under conditions of that sort. 
If the various parts of government would show a little more 
trust of each other, they might persuade the ordinary citizen 
that government in business would be a valuable thing. 





Trade Commission Getting Somewhere.—Assuming that gov- 
ernment among men exists for the accomplishment of beneficial 
things and not merely for the fictitious advertisement of officials 
of questionable, if any, worth, it may be suspected that the 
Federal Trade Commission has become a useful body since its 
reformation. Before the reformation that body was notable for 
the amount of “blah” it and its members spread. Now there 
is no obvious “blah.” Yet concerns that are of the meanest 
sort—that is, of the sort that take dollars from those not of 
acute mentality and, therefore, have few dollars, as a rule— 
are being put into the straight and narrow path, or out of busi- 
ness, by the simple expedient of being offered a chance to prom- 
ise to be good. That is by what might be called the consent 
decree method. By that method an offender is told to come to 
the captain’s office. His sins are pointed out to him. He re- 
ceives an opportunity to agree to quit his false and misleading 
ways without publicity either for him or for the commission 
that was created to help business get itself on a higher plane. 
But such a sensible method does not bring publicity for the 
trade body. Only what is unusual is news. In each of the cases 
settled in that way the trade body could make advertising for 
itself by publishing the name of the concern hauled over the 
coals. That would cause publication in the offender’s home 
town, if not all over the country. In the course of time, the 
trade body, by that method, would make itself known in every 
town and community in the country as the scourge of shady 
business. But there are men who use shady methods who 
themselves are honest, fundamentally. They use the shady or 
crooked methods because they think competition forces them 
to do so. Every concern that uses bad methods is assumed 
by the trade body to be honest and gets a chance to reform. 
If it promises, but does not perform, then the law is laid on 
it. Every week the trade regulating body is able to announce 
that it has obtained formal promises of reform from a half 
dozen or more concerns, without publicity, which is hurtful if 
the concern, at heart, is honest. If the concern that has made 
a promise is crooked, it will not keep its promise. Then it 
can be proceeded against under the harsh part of the law. Of 
course, the publicity seekers who proceed on the assumption 
that everyone but themselves is crooked do not like that method. 
Still it gives them an opportunity to demand the spotlight by 
by denouncing the trade regulating body. 





Lake Cargo Case in the Courts.—Now that the Anchor and 
other southern coal companies have gone to the federal court 
for the southern district of West Virginia seeking to set aside 
the Commission’s decision in the lake cargo coal suspension 
case, discussion can go forward on the proposition of the south- 
ern operators that, in condemning the proposed rates, the Com- 
mission went beyond the powers granted it in the statute it 
administers. One of the points made is that, in deciding the 
case, the Commission proceeded without a record. That is 
something the courts can handle. That is a judicial question. 
It has no relation to the political fight that has been made in 
connection with the Esch nomination. If the courts agree with 
the operators that the Commission acted beyond its powers, 
then they win without regard to the rumpus over the Esch 
nomination. If the courts say the Commission did not exceed 
its powers, then a purely political question, it might be sug- 
gested, has been created. That is something Congress properly 
and alone can handle. If the senators who have been fighting 
the Esch nomination think the Commission should not have 
the power the courts say it has, a bill to amend the statute 
is the obvious thing for them to bring forward and pass if 
they can. The obvious foolishness of many of the senators 
who have been opposing the Esch nomination has been their 
assertion that the Commission has used powers never granted 
or intended by Congress. In making that assertion the sen- 
ators set themselves up as wiser in the law than the courts. 
The latter constitute the organization created by the people 
of the United States for saying, in case of dispute, what is the 
law of the land. Congress is the organization created by the 
people to change the law. It can act only for the future. It 
has no power to say that on such and such day in the past the. 
law was so and so. It can say that on such and such day in 
the future it shall be so and so. But when two men disagree 
as to the meaning of the language employed by Congress, the 
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opinion of the court settles the question. In every substantial 
case before the courts since the railroad legislation of 1920 was 
enacted, the courts have sustained the construction the Com- 
mission put on the language employed by Congress in that year. 
Senators who say to the contrary may believe the courts were 
wrong when they attributed the meaning they did to the lan- 
guage employed by Congress, but their saying so does not 
change the fact. Nor does it have any effect other than to 
indicate, perhaps, that some day the talking senators will say 
that, in the future, the Commission shall not exercise such 
power as the courts assert the Congress gave it in the legisla- 
tion of 1920. 





Sarejevo Gets Telephone Service.—The Department of Com- 
merce recently announced that Sarajevo, Austria, had been 
blessed with an order from the minister of posts and telegraphs 
directing the establishment of a new automatic telephone to 
accommodate 2,000 subscribers. That is to be the initial in- 
stallation. Sarajevo is the place where the assassin’s bullet 
started the world war in 1914. That, however, is not the point 
that strikes those who have often marveled at the small size 
of things European in comparison with things American. 
Sarajevo, in 1921, had a population something in excess of 
60,000. American places of 60,000 for years have had exchanges 
with from 12,000 to 16,000 subscribers. In the same batch of 
announcements that contained the one about Sarajevo was one 
that Japan had adopted a road building program to cover Japan 
proper, to cost $5,689,000 spread over ten years. Another per- 
tained to the rapid automotive development in southeastern 
Europe. In 1923 the Balkan peninsula, the announcement says, 
had probably not more than 19,000 motor vehicles in operation. 
In 1926 the registration ran up the total of 46,475, with Rumania, 
whose queen visited the United States in that year, leading 
all the rest with a registration of 16,700 cars. For purposes of 
comparison it may be remarked that the District of Columbia, 
containing fewer than 100 square miles of territory, in 1926 
had a registration of about 110,000.—A. E. H. 


ORDER NOTIFY RULE 16 NOTE 
The Trafic World Washington Bureau 


A two-year-old controversy between the carriers on the 
one hand and some members of the National Industrial Traffic 
League on the other about the treatment to be accorded to cars 
moving under straight bills of lading and yet not free for place- 
ment by the carriers without further instructions from the ship- 
per has been placed in the hands of R. V. Pitt, assistant director 
of the Commission’s bureau of traffic, for arbitration. The sub- 
mission was made by the national diversion and reconsignment 
committee of the carriers, of which Eugene Morris is chairman. 
The carriers proposed to deal with the subject by the addition 
of a note to Rule 16 of the carrier tariff provisions relating to 
charges on order-notify shipments. No suggestion has been 
made on behalf of shippers. 

Both sides have suggested that those interested send their 
views to Mr. Pitt. The latter has not made any plan for han- 
dling the matter. Probably he will not be able to make a plan 
until he knows whether the shippers will suggest an alternative 
or merely object to the addition of a rule which, in substance, 
would make such a shipment, insofar as charges are concerned, 
practically the same as an order-notify shipment. Under an 
unqualified straight bill of lading the carrier knows it can place 
the car for unloading as soon as it arrives at the terminal. It 
cannot handle the qualified straight bill shipments without 
making inquiry as to what to do with the car. The rule addi- 
tion proposed by the carriers is as follows: 


Note... To the extent the practice is permitted by carriers, 
shipments covered by straight bills of lading showing consignment to 
one party with instructions therein, or otherwise, to: 

(a) notify or advise another party and/or deliver only 
upon surrender of a written order; or 

lad? (b) deliver only upon surrender of the original bill of 

ng, 
will be subject to the provisions of Rule 16. The surrender of the 
written order or the original straight bill of lading will be considered 
the same as the surrender of an “‘order-notify” bill of lading. 


That note, according to Mr. Morris, has been under discus- 
sion by the railroad committee for some time. In July, 1927, 
Mr. Morris said it was discussed with representatives of the 
league. The latter, Mr. Morris said, objected to the note in its 
entirety; hence, presumably, the submission to Mr. Pitt by the 
railroads. 

In a circular to league members, J. H. Beek, executive sec- 
retary, said that “the subject of proposed Note 6 to reconsign- 
ment Rule 16, covering straight bills of lading used as order 
bills, has been before our diversion and reconsignment commit- 
tee as well as before the league members for the past two 
years ... In view of the differences of opinion among our mem- 
bers upon this subject the league took no stand either for or 
against it.” Mr. Beek said that as the subject was of consider- 
able importance to some of the members he urged that those 
interested send their views to Mr. Pitt, sending copies to Mr. 
Morris and to him. 
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In substance the carriers argue for the proposed rule oy 
the assertion that the qualified straight bills are used as gy}. 
stitutes for order-notify bills, the shipper thereby avoiding th. 
charges made for the services rendered on order-notify bill ship. 
ments. In part the argument to Mr. Pitt follows: 


While the practice of handling shipments on straight bills ot 
lading with instructions thereon, or otherwise, to agent at destination 
to deliver only to party holding delivery order, or upon surrender of 
original bill of lading, may have been availed of to a limted extent 
prior to the adoption of Rule 16 (order-notify rule), it is a fact that 
this practice has grown by leaps and bounds since the adoption of 
the rule and has become a great burden to the carriers in that thoy. 
sands of cars so handled are being given, without additional Charge 
therefor, transportation and clerical services precisely the same as 
those contemplated on “straight”? and ‘“order-notify’’ shipments 
covered by Rule 11 and 16, respectively, and for which additiona} 
service charges are made. It is therefore apparent that, inasmuch as 
the present diversion rules do not authorize the making of a service 
charge on shipments covered by “straight” bills of lading which are 
accompanied by instructions to agent at destination to deliver only 
to party holding delivery order or who surrenders the original bill of 
lading, the carriers are compelled to withhold such cars from place. 
ment in exactly the same manner as cars covered by ‘“‘order-notify" 
bills of lading, but without the assessment of any charge for the 
added service, thus creating a direct and unjustifiable discrimination 
against an ordinary “straight” or ‘“‘order-notify’’ shipment. 

The purpose of Rules 11 and 16, as well as the proposed additiona) 
note to Rule 16 is to obtain efficient and economical, operation of the 
carriers’ terminals and to avoid, as far as may be possible, the hold- 
ing of cars for orders of various kinds pending placement for delivery, 
with the consequent extra switching and clerical services not present 
where the carriers are not prevented from immediately placing cars 
in switching cuts for movement to consignee’s place of delivery; also 
to obtain some compensation for the added service where it must be 
performed because of the manner in which the shipper or owner 
chooses to handle his shipments. It is believed by this committee 
that while there may be some good reason for handling some ship- 
ments on “‘straight” bills of lading with orders not to deliver except 
on presentation of a delivery order or the surrender of the original 
bill of lading, a large part of the shipments now so handled are being 
so billed for the purpose of defeating the purpose and intent of Order. 
Notify Rule 16 and Rule 11. In any event, the added service justifies 
an additional charge. 


MOTOR VEHICLE REGULATION 


Editor The Traffic World: 

The trucking problem, as set forth by Mr. Wilson, of the 
Frick-Ried Supply Company, at Tulsa, Okla., is probably the 
same in this section of the country, and I have given it a great 
deal of consideration and have also thought of various methods 
that could be used to rectify the evil we are now experiencing. 

It is a well-known fact, in this section of the country, that 
trucking companies spring up over night, operate for a few 
weeks, and then go out of business. This is merely because 
they are started up very often by fellows who have been truck 
drivers and, while they have been very good drivers, they have 
not sufficient capital or business ability to carry on a project of 
this kind. 

This could and should be eliminated, and about the only 
remedy there is for it is to have the railroads assume control 
of the trucking industry and operate trucks for their short-haul 
business, under the same rules and regulations as their rail- 
roads are operated, the only thing being that high-class freight 
would be transported in trucks and low-class merchandise would 
be transported in the regular way. 

Traffic managers and, in fact, companies do not want cheap 
transportation—that is, transportation that may be cheap in 
price, but expensive in dependability—and I am sure that trucks 
operated on a basis of regular published freight rates would 
be profitable both to the carrier and to the shipper. Of course, 
there are a lot of things that would have to be studied out and 
probably changed to put this system into correct working order, 
but it could be done and would insure the carriers against un- 
favorable competition of trucking companies of the “fly-by- 
night” nature. The bus proposition in this section of the country 
seems to be working out very well along these lines, inasmuch 
as they are either owned or controlled by railroad companies. 

Eline’s, Inc., 
Geo. A. Schmus, Assistant Traffic Manager. 
Milwaukee, Wis., March 9, 1928. 


RAIL WAGE STATISTICS 


Class I railroads in December, 1927, had 1,660,338 employes, 
to whom total compensation of $235,518,145 for that month was 
paid, according to the Commission’s monthly statement on wage 
statistics. The number of employes showed a decrease of 113,526, 
or 6.4 per cent, and the compensation a decrease of $17,421,346, 
or 6.9 per cent, as compared with December, 1926. The number 
of employes and the compensation, by months, in 1927, follows: 


Number Total Com- 

Month of Eemployes pensation 
SURES, SINE oso sitccweinss, ccaviowsl tee wawwowoenew mee 1,724,243 $244,565,629 
ES eR errr rte 1,720,520 228,171,570 
III 5c. iss io och aieas nip erenstrsins auiclnatoeamearen 1,730,661 249,655,580 
6.6 arto ocan'ov's' one) ee anatore Splat viieeiaaasin ard Oe 1,758,471 243,652,463 
III csc 655: cs cureseinsiay 6g ore. erat ecmumidliaiw simiatare lenirertrorwte 1,793,141 249,146,236 
NE WI ike icty ie sarki Culp ieee ienaneotinetacen 1,821,490 251,069,719 
IN ahs oo '5n, elaleine omieeinh He ae HERE Tene 1,823,335 249,314,967 
I ak Ss dre 4, wre ald So. Ge TIS OE PATO IOM 1,796,194 257,262,361 
I oscncs-cc3lnioco «clones bo Oxineceine eharecne 1,787,769 248,894,659 
i.  , ee gesinsingsseoeiews Veioe 1,783,542 255,656,707 
I ED io iescsein sec.ccciesonneswcemewoeete 1,729,061 239,809,138 
POE, OEE bobo ee Cece 0s ce csieris eveecnueees 1,660,338 235,518,145 
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Decisions of Interstate Commerce Commission 
7) Pes ee ee ie 


RELIEF FOR LAKELAND, FLA. 


The Commission, by division 3, has dismissed No. 17644, 
takeland (Fla.) Chamber of Commerce vs. Atlantic Coast Line, 
and No. 17845, Mine & Mill Supply Co. vs. Atlantic Coast Line 
et al. (mimeographed), finding the class and commodity rates 
petween Lakeland and Mulberry, Fla., and points in the United 
States and Canada not unreasonable or unjustly discriminatory. 

Parts of fourth section application No. 703, filed by the 
defendant, were considered in connection with the formal docket 
cases. In fourth section order No. 9760, the Commission has 
denied relief, as of June 28, which, it asserts, by reason of the 
revision of class and commodity rates forced by that denial of 
relief, will remove any undue prejudice to Lakeland which may 

ist. ; 
” The fourth section application asked for authority to con- 
tinue interstate basing commodity rates from Jacksonville to 
Lakeland, Fla., on traffic from Jacksonville, without observing 
the long-and-short-haul part of the fourth section. 

Reparation was denied on the ground that the complain- 
ants had not shown that they had been damaged as a result 
of any undue prejudice that might have existed in the past or 
which may now exist. 

The complaints alleged that all rates between Lakeland 
and Mulberry, on the one hand, and points in the United States 
and Canada, on the other, were unreasonable, unjustly discrimi- 
natory, unduly prejudicial to Lakeland and Mulberry and unduly 
preferential of Tampa, Fla., and in violation of section 4. The 
evidence of the complainant, the report said, consisted mainly 
of comparisons of the rates to Lakeland with those to Tampa. 
It showed, according to the report, that Tampa was in keen com- 
petition with Lakeland at distributing points reached by both 
cities as well as in Lakeland; that some commodities, including 
furniture, were bought in Tampa and delivered by truck in 
Lakeland, at the Tampa price; and that the Lakeland pur- 
chasers frequently consigned their shipments to Tampa and 
backhauled them to Lakeland by truck at a total cost lower than 
the rates to Lakeland. 

The carriers, the report said, sought no permanent relief 
in the fourth section applications under consideration in con- 
nection with the two formal docket complaints. Their witness, 
it said, referred to the fact that the Commission denied such 
relief as to class rates in Southern Class Rate Investigation, 
100 1. C. C.. 518s 109 I. C. C. 300; and 113 I. C. C. 260. The 
witness said it was the purpose of the carriers to make the 
commodity rates conform with the fourth section after they had 
completed the revision of the class rates. 

In its finding the Commission said there was no contention 
on the part of the carriers that the rates to Mulberry should 
be higher than to Lakeland, or that in connection with the 
proposed revision, whether it was by increases to Tampa, re- 
ductions to Lakeland, or some of each, the relationship of rates 
to Mulberry and Lakeland would be changed. 


PULLMAN PORTER TIP CASE 


In the report dismissing No. 20007, Brotherhood of Sleeping 
Car Porters vs. Pullman Co., mimeographed (see Traffic World, 
March 10), Commissioner Brainerd said the motion to dismiss 
would be sustained and the complaint dismissed for want of 
jurisdiction; in other words, that even if all the things alleged 
by the porters were true the facts so established did not show 
a violation of any of the acts the Commission was appointed to 
administer. The motion filed by the Pullman company, to 
dismiss the complaint because the allegations set forth did not 
state a cause of action over which the Commission had juris- 
diction, Mr. Brainerd said, was not one specifically recognized 
in the Commission’s rules of practice. Such motions, he said, 
were usually overruled, but that the practice of the Commission 
was such that amendments to the pleadings were possible in 
all cases where the Commission was satisfied that the com- 
Plainant had within his knowledge facts, which, if well pleaded, 
would constitute a cause of action within its jurisdiction. 

For the purpose of the case the Commission treated the 
written pleadings as amended to contain allegations of fact 
made at the argument on the motion. Mr. Brainerd pointed 
out that a motion to dismiss admitted the truth of all facts well 
pleaded. Therefore he considered what practices were alleged 
to constitute violations of the first three sections of the inter- 
state commerce act. After stating the allegations about the Pull- 
man company hiring porters at wages less than sufficient to 
keep them in the service with the expectation that they would 
collect the balance from the public in the form of tips, Mr. 
Brainerd said that the request for a cease and desist order 
amounted in substance “to a request for an order directing the 
defendant to cease and desist from permitting the porters in 


its service to receive tips from passengers.” In disposing of 


the matter, he said: 


We understand that it is not contended that the tips so given 
to and received by said porters become defendant’s property or that 
they are turned over or otherwise accounted for to it. Pullman pas- 
—— are under no legal obligation to pay more than the scheduled 
charges. 

We are referred to no law which prohibits tipping of Pullman 
porters. Certainly, in the acts which we administer there is no direct 
reference to tipping or any provision of law that may by any rea- 
sonable inference be said to refer thereto. Tipping in the Pullman 
service was practiced long before the Congress began to regulate 
interstate carriers, and it is reasonable to assume that had the 
Congress intended the practice of either giving or receiving tips 
to be unlawful it would have so declared in express terms. More- 
over, a consideration of the complaint in all of its aspects leads only 
to the conclusion that the real objectives sought are increased wages 
for the porters and maids in the defendant’s employ. We have no 
power to regulate wages, and consequently no authority to inquire 
into the justness of the complainant’s demands, however meritorious 
they might prove to be. i . 

The motion to dismiss will be sustained and the complaint dis- 
missed for want of jurisdiction. 


Commissioner Aitchison, in his dissent, in which he was 
joined by Commissioners Eastman and Lewis, said the com- 
plaint seemed to state facts, which, if established, might con- 
stitute violations of sections 2 and 3 of the interstate commerce 
act, and of the Elkins act, which the Commission should inves- 
tigate further than could be done by mere inspection of the 
complaint and the argument thereon. 


SCRAP BRASS CHARGES 

The Commission, by division 3, has dismissed No. 19024, 
Federated Metals Corporation vs. New York Central et al. 
(mimeographed). The complaint involved two carloads, one 
described as scrap brass, from Rome, N. Y., to New York, N. Y., 
for export. The other was billed as brass rods, and shipped 
from Trenton, N. J., to Rome, N. Y. The Commission found 
the Rome to New York shipment claim barred by reason of the 
lapse of more than two years from the time of delivery to the 
time of the filing of the claim. In behalf of the shipment billed 
as brass rods it was claimed by the complainant that the com- 
modity shipped was really scrap brass. The Commission said 
the burden of proving that the shipment was of scrap brass 
was upon the complainant and that that burden had not been 
sustained. 

As to the shipment for export, the claim was made that the 
rate charged was subject to rule 77 and that, inasmuch as the 
charge was greater than that which would have accrued under 
rule 77, the claim was one of overcharge and therefore not 
barred. The Commission said there was no merit in that con- 
tention. It said that in instances where reparation had been 
awarded because of the rule, it was awarded on the ground of 
unreasonableness and not because of any overcharge. 


LUMBER MISROUTED 


The Commission, by division 4, in No. 19199, Henry G. Brab- 
ston vs. A. C. L. et al. (mimeographed), has found that three 
carloads of yellow pine lumber shipped from Ozark, Ala., to 
Kenova and East Huntington, W. Va., in 1924, were misrouted 
by the Atlantic Coast Line. It has further found that the rate 
applicable over the route by which the shipments should have 
moved was unreasonable to the extent it exceeded 34 cents 
and awarded reparation to be paid by the Coast Line and the 
Chesapeake & Ohio. 


CHARCOAL OVERCHARGED 


The Commission, by division 4, in No. 19712, Southern Wood 
Products Co. vs. Louisville & Nashville et al. (mimeographed), 
has found that a carload of charcoal shipped from Gaskins 
Siding, Fla., to Evansville, Ind., in 1926, was overcharged, but 
that the applicable rate of $10.15 per net ton was not unreason- 
able. It directed the refund of the overcharge and dismissed the 
complaint. 


CONDENSED MILK IN BULK : 


The Commission, by division 3, in No. 19506, American 
Bakeries Company vs. Norfolk & Western et al., mimeographed, 
has found unreasonable a rate of $1.205, made by combination, 
on condensed milk, in bulk, in barrels, in less than carloads, 
from Chicago, Ill., to Winston-Salem, N. C., to the extent it 
exceeded, exceeds, or may exceed the rate contemporaneously 
in effect on condensed milk, in cans, boxed. It has ordered the 
publication of a rate on that basis not later than May 1, and 
reparation. The finding is in accordance with the contention 
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The contemporaneous rate on condensed 


of the complainant. 
milk, in cans, boxed, was a combination of $1.045. 


MUCILAGE RATINGS CASE 


The Commission, by division 3, has dismissed No. 19355, 
Kwickstik Company vs. Alabama & Vicksburg et al., mimeo- 
graphed, finding the first class rating applicable on mucilage, 
in glass, boxed, in less than carloads, from Chicago, to destina- 
tions in Official, Southern and Western Classifications not un- 
reasonable. The first class rating was alleged to have been 
and to be unreasonable to the extent it exceeded, or might ex- 
ceed, second class. The report, based on the testimony of the 
carriers, showed that an overwhelming proportion of the arti- 
cles in glass, less than carloads, took first class or higher and 
that in Official Classification all the articles in glass which the 
carriers thought comparable with mucilage were rated first 
class. Mucilage in metal cans is second class. 


REPARATION AMOUNTS DETERMINED 


The Commission, by division 3, in No. 17035, Erie Bolt & 
Nut Co. et al. vs. Baltimore & Ohio et al. (mimeographed), upon 
further hearing, has determined the amount of reparation due 
each of the complainants under an award made in the original 
report, 109 I. C. C. 590. In the original report the Commission 
found rates on iron and steel articles from Pittsburgh, Pa., and 
points in that district to Erie, Pa., unreasonable and awarded 
reparation. Rule V statements were certified by the carriers 
to the extent their records would permit them to certify. Some 
of their records, however, had been destroyed and they were 
not able to certify. The complainants produced paid freight bills 
and no evidence in rebuttal of those paid bills, the Commission 
said, was submitted by the carriers. The amounts involved are 
small, the largest, $436.61, having been awarded to the Griffin 
Manufacturing Co. 


VEGETABLE RATE REVISION 


A revision of rates on potatoes, cabbage, and other vege- 
tables, in carloads, from points in the Rio Grande Valley in 
Texas to Florence, Sheffield and Tuscumbia, Ala., to be made 
not later than May 25, has been ordered in No. 18366, Muscle 
Shoals Traffic Bureau vs. Abilene & Southern et al. (mimeo- 
graphed), the Commission, by division 3, having found existing 
rates unreasonable and unduly prejudicial. It has awarded 
reparation on account of unreasonableness. The Commission 
found the rates unreasonable to the extent they exceeded rates 
to Nashville, Tenn. It found them unduly prejudicial, for the 
future, to the extent they might exceed the contemporaneous 
rates to Corinth, Miss., by more than the difference between 
the rates prescribed in Consolidated Southwestern Cases, 123 
I. C. C. 203, from the origin territory considered to Florence 
and Corinth. The Commission said no damage had been shown 
to have resulted from the undue prejudice. 


FRUIT STORAGE CHARGES 


A finding of unreasonableness and an award of reparation 
have been made in No. 19777, United States Cold Storage Com- 
pany vs. Santa Fe et al., mimeographed, as to the charges col- 
lected on apples, grapes, and pears, in carloads, from California, 
Washington and Oregon points, stored in transit at Kansas 
Gity, Mo., and forwarded to various destinations. The Com- 
mission, by division 3, found them unreasonable to the extent 
they exceeded those which would have accrued if 30 days had 
been allowed complainant within which to file freight bills with 
the carriers for recording. The tariffs provided for the presen- 
tation of bills within 10 days, covering fruit placed in transit 
storage. The fruit in question was stored in October and No- 
vember, 1924, in unusual quantities. Prior to that time, the 
report said, there had been no unusual volume of such ship- 
ments and 10 days was time enough in which to do the paper 
work entitling the shippers to the transit storage on the rates 
set forth in the tariffs. In that year, however, the volume was 
so great that the 10-day period was not long enough. The car- 
riers recognized that fact and in April, 1925, changed the rule 
so as to provide a period of 30 days. The carriers, by affidavits, 
admitted that the period was too short under the conditions 
that prevailed in 1924. 


STRAWBERRY REFRIGERATION 


An order of dismissal has been made in No. 19143, J. C. 
Burns vs. Burlington et al., mimeographed, the Commission, by 
division 4, finding the rates and refrigeration charges on a 
carload of strawberries from Bradford, Ark., to LaCrosse, Wis., 
applicable. The car was originally consigned to St. Paul, The 
question was as to the application of rate factors. 


STRAWBERRY WEIGHT BASIS 


The Commission, by division 4, has dismissed No. 19255, 
Gamble-Robinson Company vs. Rock Island et al., mimeographed, 
finding the weight basis applied and the refrigeration charge 
collected on a carload of strawberries shipped from Fayette- 
ville, Ark., to Minneapolis, in May, 1923, not unlawful. Com- 
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plainant, the report said, attacked that part of the ry 
taining to weight and refrigeration charges which sub 
shipments to such charges as may be contained in the 
publications of the carriers participating in the hauls. 
tended that the nation-wide application refrigeration tarj 
not provide for the separate charges of the participant 
joint rates. 
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OATS RATE UNREASONABLE 


The Commission, by division 4, in No. 19106, Beaman Em, 
vator Co. vs, Chicago & North Western et al., mimeographeg 
has found that the carload of oats involved, shipped fro, 
Beaman, Ia., to St. Louis, in 1923, was misrouted by the Nor 
Western in that it failed to send it over a route taking a mj, 
of 21 cents. It has further found that the rate of 21 cent 
which should have been applied, is unreasonable to the extent 
it exceeded, exceeds or may exceed 19.5 cents. It has preseripy 
that rate, effective not later than May 5, and awarded reparation, 





HOG RATE. AND REPARATION 


The Commission, by division 4, in No. 19133, North Amer. 
can Provision Co, vs. Missouri-Kansas-Texas et al., mime. 
graphed, has found unreasonable the rate on hogs, from Rag 
St. Louis, Ill., to Oklahoma City, Okla., to the extent it oa. 
ceeded 50 cents in double and 57.5 cents in single-deck cay 
and awarded reparation to that basis. The present rates ap 
lower than the rates to the basis of which reparation is to fp 
made. 


RATE ON TIN CANS 

The Commission, by division 4, in No. 18434, Meyenber 
Evaporated Milk Co. vs. Chicago & North Western et al. (mimeo. 
graphed), has dismissed the complaint on a finding that the 
rate of $1.61 charged on tin cans, carloads, from Cragin, Ill, to 
Salinas, Calif., between December 15, 1923, and August 30, 1924 
was not unreasonable or unjustly discriminatory, and that any 
undue prejudice that might have existed had been removed, 
Complainant assailed the rate because it exceeded a rate of 
$1.50 contemporaneousiy maintained on the same commodity 
from Cragin to Portland and other north Pacific coast points, 
A rate of $1.50 was later published to California points. 


RATES ON BEVERAGE BOTTLES 


An order of dismissal has been entered in No. 19758, Val 
Blatz Brewing Co. vs. Chicago, Milwaukee & St. Paul et al. 
(mimeographed), the Commission, by division 4, finding not 
unreasonable or otherwise unlawful carload rates on glass bev: 
erage bottles, returned empty, in wooden cases, from Sioux 
Falls, S. D., and Sioux City, Ia., to Milwaukee, Wis. Reparation 
was sought. 


CHARGES ON BOILERS 


The complaint in No. 19070, National Supply Company- 
Midwest vs. C. C. C. & St. L. et al. (mimeographed), has been 
dismissed, the Commission, by division 4, finding that charges 
on shipments of boilers from Muncie, Ind., to points in Oklahoma, 
were collected in accordance with the provisions of the ap 
plicable tariffs and were not unreasonable. 


BARIUM CARBONATE RATE 
The Commission, by division 3, has dismissed No. 19586, 
J. H. R. Products Co. vs. Baltimore & Ohio et al. (mimeo 
graphed), finding the rate on imported barium carbonate, car: 
loads, from Baltimore, Md., to Willoughby, O., not unreasonable. 


HOG RATES UNREASONABLE 


The Commission, by division 4, in No. 19339, Armour & (Co. 
et al. vs. Burlington et al. (mimeographed), has found applicable, 
but unreasonable, the rates charged on hogs, in double-deck 
cars, from Sioux City, Ia., to Oklahoma City, Okla., and North 
Fort Worth, Tex., charged on shipments made in 1924 and 1925. 
The carriers did not enter any appearances in the case. The 
Commission found the rate to Oklahoma City was unreasonable 
to the extent it exceeded 52.5 cents and to North Fort Worth, 6 
cents. It awarded reparation to that basis. Those rates are 
in effect now. The report also covers a sub-number, Armour & 
Co. vs. Burlington et al. Unreasonableness was alleged in the 
title complaint and unreasonableness and inapplicability in the 
sub-number. 


PORCELAIN INSULATOR RATE 


The Commission, by division 3, in No. 18562, Illinois Elec 
tric Porcelain Co. vs. Burlington et al. (mimeographed), has 
found unreasonable for the future, but not for the past, the 
rate on porcelain electric insulators, carloads, from Macomb, 
Ill., to New Orleans, La., to the extent it may exceed 73 cents. 
That rate is to be put into effect not later than May 5. A fifth 
class commodity rate of $1.015 was charged. The complainaut 
sought a rate of 72.5 cents. The Commission said the Souther 
Class Rate Investigation, 113 I. C. C. 200, furnished a standard 
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‘an the ne rate prescribed in that case should be applied retroactively 
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iff coulj 
S I the 












TRAP CAR SWITCHING 
The Commission, by division 4, in No. 19740, Jamestown 
porwarding Co. VS. Erie, mimeographed, has found unreasonable, 
put not otherwise unlawful, switching charges collected on less- 
than-carload freight for movements in trap cars within the 
switching limits of Jamestown, N. Y., to the complainant’s 
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se, there partly unloaded, and the remainder shipped 
im Na ae interstate destinations, to the extent they exceeded 
g . me those Which would have accrued on the rates that have been in 
1 pir effect since February 3, 1925. The charges were alleged to be 
© exten: fae unreasonable, unduly prejudicial and unduly preferential, the 
scribed yndue preference alleged being in favor of the traffic switched 
Daration as part of a through movement without partial unloading. 
7" The case was presented informally and then under the 
shortened procedure method. The Erie, which employed the 
BB womplainant to handle L. C. L. freight, made no defense. The 
1 Amer. complainant, in addition to handling such freight for the Erie 
ve at its station, also consolidated freight into carloads where that 
m East MM ould be done to advantage. The Commission said the charges 
Pade yoluntarily and subsequently established appeared to be reason- 
- yer able for the service performed in connection with the shipments 
se. considered in this case. 
HOUSEHOLD GOODS RATES 
The Commission, by division 4, in No. 17277, John M. Desch 
ys, Northern Pacific et al., mimeographed, on further hearing 
yenbery M 1.3 afirmed the finding in the former report, 115 I. C. C. 401, 
(mimeo that rates charged on one less than carload shipment of house- 
hat the hold goods and trailer from Bozeman, Mont., to Alameda, Cal., 
» Ill, tof were not unreasonable. 
0, 1924, gee 
hat any MATRIX PAPER RATES 
ae A finding of unreasonableness, an order for the future, and 
1modity fe 22 award of reparation have been made in No. 19065, Certified 
points, fe Dty Mat Corporation vs. Boston & Maine et al., mimeographed, 
‘as to rates on matrix paper, carloads, from West Groton, Mass., 
to New York and Brooklyn, N. Y., deliveries. The Commission, 
by division 8, has found that the rates were, are, and for the 
future will be unreasonable to the extent they exceeded, exceed, 
58, Val or may exceed the contemporaneous blotting paper rates over 
et al the route of movement. Reparation is to be made to that basis 
= and new rates established not later than May 5. 
Bes HOSIERY RATES ORDERED 
The Commission, by division 4, in No. 18358, Bear Brand 
Hosiery Co. vs. Atlanta, Birmingham & Atlantic et al., mimeo- 
graphed, has found unreasonable and unduly prejudicial, the 
mpany: rates on knitting factory products (hosiery), made wholly of cot- 
g been ton, any quantity, from Kankakee, IIl., to destinations in the 
hharges southeast and the Mississippi valley. The Commission said the 
sheme rates were unduly prejudicial to the extent they exceeded the 
he ap. rates on the like commodity from points in the southeastern and 
) valley territories to Kankakeee and unreasonable to the extent 
they exceeded the first class rates from Kankakee to destinations 
in the territories mentioned, published, effective January 15, 
1925, in accordance with the decision in Southern Class Rate 
= — 100 I. C, C. 518; 109 I. C. C. 300; and 113 I. C. C. 
mimeo- 00. 
e@, Car: Reparation was denied because, the Commission said, the 
ynable. first class rates, to the basis of which the assailed rates were 
found unreasonable, were prescribed in a general investigation. 
& Co. GREEN TOMATO RATES 
icable, The Commission, by division 4, in No. 17865, Traffic Bureau, 
e-deck M Chamber of Commerce (Lynchburg, Va.) vs. Illinois Central et 
North al, mimeographed, has found unreasonable, but not unjustly dis- 
1 1925. BF criminatory or unduly prejudicial, the rate on a carload of green 
. The § tomatoes, shipped from Sitka, Tenn., to Lynchburg, Va., to the 
onable extent it exceeded $1.015, and awarded reparation. It found not 
rth, 60 unreasonable the rates on green tomatoes from Hazelhurst and 
2s are Terry, Miss., and Gibson and McNairy, Tenn. The rate from 
our & & Sitka, $1.20, the report said, exceeded the aggregate of inter- 
in the mediates, which was $1.015, the basis of the present rate, effec- 
in the live February 12, 1927. 
SAND TO PENINSULAR FLORIDA 
Elec: In a report written by Commissioner Lewis, in No. 17517, 
, has rates on chert, clay, sand, and gravel within the state of 
t, the Georgia; No. 17699, Roquemore Gravel Company et al. vs. A. B. 
comb, & A. et al.; a sub-number thereunder, Same vs. Same; No. 
cents. 17764, Dixie Sand & Gravel Company vs. A. B. & A. et al.; and 
- fit a sub-rnumber, Same vs. Same, on further hearing; and No. 
inant 19512, Birmingham Slag Company vs. Alabama Great Southern 
thera et al., on original hearing, mimeographed, the Commission has 
ndard Provided for an extension of the No. 17517 scale, on sand, gravel 
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and other construction materials and on slag, to the peninsula 
of Florida, not later than July 2. Rates made on that scale are 
to be plussed by the addition of arbitraries in accordance with 
a scale set forth in appendix B to the report. In addition short 
lines are to have an arbitrary of 25 cents per net ton, rates 
being stated in cents per net ton. The basic scale to be used 
is that prescribed in the original report in this case, 122 I. C. C. 
133. 

The orders in these cases have the effect of abolishing, as 
to this traffic, the old Jacksonville combination basis, a system 
of rate making that has fallen under the Commission’s condem- 
nation in other cases. Extension of the rates prescribed in the 
original report was not made because of the insufficiency of 
the record. Mr. Lewis said it was the Commission’s under- 
standing when the original report was made that the railroads 
would use the scale to points in Florida north of the peninsular 
territory and that it was its understanding now that they had 
done so. 

Abolition of the old system was opposed by the carriers as 
vigorously in these cases as in others involving that question. 
They said that no system of arbitraries could be devised that 
would result in reasonable rates and at the same time not be 
entirely disproportionate to the basic scale itself. They said 
that while the rates were not unreasonable they needed read- 
justment. The carriers proposed the construction of through 
rates on the basis of proportionals to the Florida gateways 10 
cents per ton less than the No. 17517 scale plus proportionals 
for the hauls beyond the gateways 10 cents per ton less than 
the single-line scale which the carriers were to propose to the 
Florida commission for intrastate application. They said that 
but little traffic would move south of the gateways over more 
than one line. It was their view, however, that the rates for 
joint-line movements within Florida should exceed the single- 
line rates by 30 cents per ton. 

At the original hearing, the complainants, Mr. Lewis said, 
favored the making of rates into the peninsula by the method 
approved in Southern Class Rate Investigation, 100 I. C. C. 513 
and 109 I. C. C. 300; that is, by the addition of arbitraries. On 
further hearing, however, he said they took the position that 
the No. 17517 scale should be used without the addition of ar- 
bitraries. The complainants agreed, he said, that whatever 
basis was prescribed from Montgomery, Ala., and Chattanooga, 
Tenn., on sand, gravel, etc., should also be prescribed on slag 
from Birmingham, Ala., the commodity covered by the com- 
plaint of the Birmingham Slag Company. 

Extension of the scale into the peninsular territory was 
also opposed by intervening South Carolina crushed stone in- 
terests, centering around Columbia. They alleged undue pre- 
judice. 

Complainants introduced testimony as to the operating in- 
come of Class I carriers coupled with the general statement that 
the application of the scale throughout the southeast, both state 
and interstate, would result in materially increasing the rev- 
enues of the carriers and that a reasonable revision downward 
of the rates on traffic to Florida herein involved would not 
cause the revenues to fall below that return which the Com- 
mission fixed as being fair in the general reduction of rates in 
1922. 


‘Defendants, the report said, strenuously objected to the 
consideration of that testimony as irrelevant and that the state- 
ment of the complainants as to the revenue effect of the appli- 
cation of the scale was a mere guess. 


In the defense of their proposals the carriers pointed to 
the increase in expenditures chargeable to capital account which 
they said they had been forced to make in Florida since 1922 
to facilitate the movement of Florida traffic in 1924, 1925 and 
the early part of 1926. It was stated, said Mr. Lewis, that the 
Seaboard expended $37,500,000, or nearly one-half of the entire 
amount that was expended on its entire system in that period, 
and that on April 1, 1927, the Seaboard’s total mileage in Flor- 
ida approximated 40 per cent of its entire mileage. It was also 
stated that since 1922 the Atlantic Coast Line’s expenditure 
had been in excess of $20,000,000, and that the Florida East 
Coast, due to its construction program, had approximately dou- 
bled its investment between December, 1923, and February, 1927. 

Notwithstanding these large increases in investment, the 
carriers asserted they were confronted with a heavy falling off 
in the Florida traffic, which began in 1926. The Plorida East 
Coast said that its gross operating revenues for the period 
July to December, 1926, were 21.6 per cent less than for the 
like period in 1925, and that for the first three months of 1927 
they were 37 per cent less than for the corresponding period of 
1926. A somewhat similar exhibit, Mr. Lewis said, had been 
filed for the Seaboard. 

“While giving full weight to the evidence of the carriers,” 
said Mr. Lewis, “the record on the whole leads to the conclu- 
sion that the present adjustment of rates into Florida is an 
unreasonable one, that the rates should be readjusted, and 
many of them materially reduced.” 

In disposing of the case, the Commission said: 


We find that the rates maintained on sand, gravel (washed or 
unwashed), and clay gravel, in straight or mixed carloads, by de- 
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fendants in No. 17699 from Montgomery, Ala., and by defendants in 
No. 17764 (Sub No. 1), from Chattanooga, Tenn., and by defendants 
in No. 19512 on slag, in carloads, from Birmingham, Ensley, Bessemer, 
Oxmoor, and Alabama City, Ala., to destinations in the Florida pen- 
insula south of the Seaboard Air Line from Jacksonville to River 
Junction, and that the rates maintained by respondents in No. 17517, 
for the interstate transportation of sand, gravel (washed or un- 
washed), clay gravel, crushed stone, and slag, in straight or mixed 
carloads, between points in Georgia and points in the Florida peninsula 
south of the Seaboard Air Line from Jacksonville to River Junction, 
are, and for the future will be, unreasonable to the extent that they 
exceed, or may exceed, rates determined by the application of the 
basic distance scales of rates set forth in Table A of the original 
report in these proceedings to the entire distance plus arbitraries in 
cents per ton of 2,000 pounds for both single-line and joint-line ap- 
plication determined by the scale set forth in Appendix B hereto for 
that part of the distance lying south of the line of the Seaboard Air 
Line from Jacksonville to River Junction: provided, however, that 
where the transportation is in whole or in part over either of the so- 
called short lines * * * other than such as may be under common 
control or management with a standard line, an arbitrary of 25 cents 
ad hy of 2,000 pounds may be added which is to accrue solely to the 
short line. 

The rates herein found reasonable are to be subject to a minimum 
of 90 per cent of the marked capacity of the car, except that when 
car is loaded to full visible capacity actual weight shall govern. 

In determining whether hauls are single-line or joint-line, carriers 
under common control or management shall be regarded as one line. 
All of the defendants and respondents are to be classed as standard 
lines for the purpose of these findings, except those short lines for 
which special rate treatment is herein accorded. 

In computing distances for the application of the foregoing rates 
the shortest routes shall be used over which carload traffic can be 
moved without transfer of lading. 

Bessemer, Ensley and Oxmoor (Ala.), are 11, 7 and 6 miles, re- 
spectively, from Birmingham and according to the evidence of com- 
plainant in No. 19512 they are in the Birmingham district and take 
the Birmingham rates on slag. This compainant desires that such 
grouping be continued. No grouping was authorized in the original 
report and the scales were there prescribed on the theory that they 
would be literally applied. The carriers are not here asking the 
continuation of any grouping and none will be authorized in these 
proceedings. 

We further find that the rates maintained on gravel (washed or 
unwashed), and clay gravel, in straight or mixed carloads, by de- 
fendants in No. 17699 (Sub No. 1) from Montgomery, Ala., and by 
defendants in No. 17764 from Chattanooga, Tenn., to destinations 
in the Florida peninsula south of the Seaboard Air Line from Jack- 
sonville to River Junction are, and for the future will be, unduly 
prejudicial to complainants at Montgomery and Chattanooga and 
unduly preferential of shippers of slag, in carloads, from Birmingham, 
Gadsden, Anniston and other slag-producing points in northern Ala- 
bama, and from Copperhill, Tenn., to the extent that they exceed, 
distance considered, the rates contemporaneously maintained by said 
defendants on slag, in carloads, from the Alabama points above re- 
ferred to and from Copperhill, Tenn., to the same destinations, sub- 
ject to the application of the rates herein found reasonable as maxi- 
mum rates. * * * 

The basis of rates herein found reasonable for application from 
Birmingham will apparently place Birmingham and the Columbia 
district on a proper rate relationship. 

No fourth-section applications were heard with these proceed- 
ings and no relief from the provisions of the fourth section will be 
authorized in connection with the rates herein approved. Such car- 
riers as may desire fourth-section relief may file with us appropriate 
applications for our consideration. 


The arbitraries, for application to both single and joint line 
hauls to and from points in the peninsula, shown in appendix 
B, in cents per net ton, are: 20 cents for 30 miles and less; 
30 cents for 60 miles; and 40 cents for 100 miles. After that 
distance is reached the progression is 10 cents per ton for each 
50 mile block up to 250 miles. Beyond 250 miles the arbitrary 
progression is 5 cents for the blocks up to 350 miles, beyon 
which point there is a blanket arbitrary of 85 cents. ‘ 


. NORTH WESTERN VALUATION 


In valuation No. 898, Chicago & North Western Railway 
Co. et al., 137 I. C. C. 1-688, the Commission, by division 1, has 
found the final value for rate-making purposes of the property 
of the Chicago & North Western Railway Co., owned and used 
for common carrier purposes, to be $487,870,700; owned but not 
a and used but not owned, $5,045,426, as of June 

On date of valuation the North Western owned and oper- 
ated 8,013 miles of main line. The North Western controls five 
carriers aggregating 1,985 miles of road, the Chicago, St. Paul, 
Minneaopils & Omaha being the most important of the five. 
The report included the valuation of those properties, as fol- 
lows, as of June 30, 1917: 


Chicago, St. Paul, Minneapolis & Omaha, owned and used, $87,- 
129,680; owned but not used, $19,476; and used but not owned, $42,907. 

Pierre and Fort Pierre Bridge Railway Co., owned and used, 
$1,144,000; and used but not owned, $49,551. 

Pierre, Rapid City and North-Western Railway Co., owned and 
used, $4,533,054, and used but not owned, $42. 

Sioux City Bridge Co., owned and used, $1,030,700. 

Wyoming & Northwestern Railway Co., owned and used, $3,130,- 
154; owned but not used, $6,422; and used but not owned, $5. 


The Chicago & North Western contended that its investment 
in road and equipment properly stated as of valuation date was 
not less than $508,321,494.07. The report said the amount stated 
in its books at that time was $388,671,654.63, and that in the 
tentative valuation the Commission had stated that if certain 
enumerated readjustments were made, this amount would be 
increased to $433,220,466.98. The report said it was the position 
of the carrier that in some instances items of actual expense 
properly chargeable to investment in road and equipment had 
not been so charged and that the Commission should include them 
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in a restatement of the account. 


In its findings as to final valye 
the Commission said: ; 
The North Western’s investment in road and equipment, including 
land, is shown on its book as $388,671,654.63, which, with readjust. 
ments made in conformity with our accounting classification, woul 
be increased to $436,460,609.47. This latter sum embraces $955. 
381,028.68 of recorded money outlay, the remainder representing, fo 
the most part, the par value of securities issued or assumed. We 
have been unable to report the original cost to date of the common. 
carrier property of the North Western, but have set forth in oy 
order herein all available information pertaining to this subject, 

The cost of production new and cost of reproduction less deprecia. 
tion of the property other than land, owned and used by the North 
Western for common-carrier purposes, we find to be $462, 450,634 
and $359,997,093, respectively, and the corresponding costs for the 
property which it uses but does not own we find to be $5,447.79 
and $4,427,979. We also find the present value of lands and rights 
owned and used for such purposes to be $96,472,891.35, and of lands 
and rights used but not owned, $330,485. 

The estimates of cost of reproduction covered by this report are 
based upon the 1914 level of prices, while the present values of the 
common-carrier lands covered by the report are based upon the 
fair average of the normal market value of lands adjoining and aq. 
jacent to the rights of way, yards, and terminals of the carriers, as 
of valuation date. This discrepancy will be removed when we adjust to 
later dates, in accordance with the requirements of the valuation act, 
the final values herein reported. 

We have given careful consideration to all facts of record pertain- 
ing to the value of the North Western’s railroad as an economically 
developed, well-maintained, and seasoned property in operation as 
a going concern. We find that the value for rate-making purposes 
of the property of the North Western, owned and used for purposes 
of a common carrier, is $487,870,700; of the property owned but not 
used, $131,722; and of property used but not owned, $5,045,426. 

On like consideration of the facts of record pertaining to the values 
of the other carriers embraced in this report, we find that the fina] 
value, for rate-making purposes, of the property owned or used for 
common-carrier purposes by each of these corporations is as shown 
below: 

Owned but not used—Albany Rail Road Bridge, $230; Belle Fourche 
Valley, $466,000; De Pue, Ladd and Eastern, $101,850; Escanaba, Iron 
Mountain and Western, $1,040,000; Iowa Southern, $615,000; James 
River Valley and North Western, $614,500; Macoupin County Exten- 
sion, $225,000; Missouri Valley and Blair Railway, $1,810,000; Oshkosh 
Transportation Company, $44,000; Wolf River Valley Railway, $55,000; 
Omaha, $19,486; Wyoming & Northwestern, $6,422. Owned and used— 
Omaha, $87,129,680; Pierre and Pierre Bridge, $1,144,000; Pierre, Rapid 
City & North-Western, $4,533,054; Sioux City Bridge, $1,030,700; Wy- 
oming & Northwestern, $3,130,154. Used but not owned—Omaha, $42,- 
907; Pierre and Fort Pierre Bridge, $49,551; Pierre, Rapid City & 
North-Western, $42; Wyoming & Northwestern, $5 

We have included in the final values of the respective properties 
the following amounts for working capital: $6,870,700 for the North 
Western, $1,529,680 for the Omaha, $28,054 for the Pierre, Rapid 
City & North-Western, $3,700 for the Sioux City Bridge, and $14,154 
for the Wyoming & Northwestern. 


FINAL VALUATIONS 


Valuation No. 915, Minneapolis, Northfield & Southern, opinion 
No. B-641, 135 I. C. C. 498-527, final value, for rate making purposes, 
of the property owned and used for common carrier purposes, found 
to be $1,690,000, as of June 30, 1920. 

Valuation No. 606, Arkansas & Louisiana Midland, opinion No. 
B-639, 135 I. C. C. 424-81, final value, for rate making purposes, of the 

roperty owned and used for common carrier purposes, found to be 
673,299, and of property used but not owned, $550,300, as of June 
30, 1918. This report also covers Valuation No. 294, Nacogdoches & 
Southeastern. The final value of its property, for rate-making pur- 
poses, owned and used for common carrier purposes, was found to 
be $201,999 and of property owned but not used $12,000, as of June 
30, 1918. The report also covers Valuation No. 669, Mansfield Railway 
& Transportation Co. The final value, for rate making purposes, of 
the property owned and used for common carrier purposes, was found 
to be $76,180 and of property used but not owned, $1,280, as of June 
30, 1919. Another railroad covered by this report is No. 551, Louisi- 
ana & Pine Bluff. The final value, for rate making purposes, of prop- 
erty owned and used for common carrier purposes, was found to be 
$154,650, as of June 30, 1918. 








RATES ON MATCHES 


At the hearing in docket 20530, Ohio Match Company against 
the Chicago & Erie and others, at Chicago before Examiner 
Disque March 8, witness for the complainant contended for 
transcontinental rates on matches, westbound, from Wadsworth, 
O., on the same basis as applied eastbound from Pacific coast 
points. The destination points named were San Francisco, Los 
Angeles, Portland, Seattle, Tacoma and Denver. A rate of 
$2.03 was said to apply to all the points except Denver, to which 
a rate of $1.64 applied. 

W. J. Tompkins, testifying for the complainant, said a rate 
of $1.65 applied from west coast points to Wadsworth and a 
rate of $1.55 from the same origin points to Denver, Colorado 
Springs, and Pueblo. It was the complainant’s contention, he 
said, that the westbound rates were unreasonable to the extent 
they exceeded the eastbound rates. 

Testimony for the carriers was introduced by the following: 
R. E. Smith, assistant general freight agent, Northern Pacific; 
L. N. Bradshaw, chief commerce clerk, Southern Pacific, and 
Charles Frankenberger, Union Pacific. They held that the com- 
plainant had much more favorable rates in territory local to 
it than did the west coast plants. Rate comparisons were made 
in defense of the reasonableness of the rates attacked, measured 
by other commodity rates and by fourth class rates, matches 
being so classified. A historical justification of higher rates 
westbound than eastbound was offered, on the ground that im- 
portations from Europe were greater to the eastern coast than 
importations at the west coast, and the further reason that there 
was a greater need for assisting the west coast manufacturers 
to meet competition from the more numerous eastern and central 
manufacturrs. 
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PROPOSED OIL REVISION 


Revision of the rates on petroleum products from points 
in Oklahoma and Louisiana to destinations in Arkansas has been 
proposed by Examiner William A. Maidens, in No. 18581, Barns- 
dall Refineries, Inc., et al. vs. Santa Fe et al. on a finding that 
rates from and to the points mentioned are unreasonable and/or 
ynduly prejudicial, or preferential. He said that the Com- 
mission should find that the Arkansas intrastate rates on petro- 
jeum products had not been shown to result in undue or un- 
reasonable advantage, preference, or prejudice as between per- 
sons or localities in intrastate commerce and interstate com- 
merce, respectively, or in undue, unreasonable, or unjust dis- 
crimination against interstate commerce. 

Maidens said that fourth section relief should be granted 
to the Missouri & North Arkansas to enable it to meet the rates 
of the standard lines at the junction points, while maintaining 
higher rates at intermediate local points. 

This report also-covers a sub-number, Dixie Oil Co., Inc., 
et al. vs. Same, and No. 19609, Standard Oil Co. of La. vs. Same. 

The three complaints allege that the rates from Oklahoma 
to Arkansas were unreasonable, unjustly discriminatory, and un- 
duly preferential of the competitors of complainants in violation 
of sections 1, 2, 3 and 13 of the interstate commerce act. Com- 
plainants in the Dixie and Standard complaints asked for rep- 
aration. Many interventions, the examiner said, were filed in 
support of the respective complaints. Those filed by the Texas 
Co. Transcontinental Oil Co., Continental Oil Co., Super Serv- 
ice Co., in No. 18581, Sub. No. 1, sought reparation, as did also 
those filed by the Continental Oil Co. and Transcontinental 
Oil Co. in No. 19609. The El Dorado, Ark., Chamber of Com- 
merce and the Shreveport, La., Chamber of Commerce inter- 
vened to protect their interests. The scale recommended by 
Maidens begins with a rate of 10 cents for distances of not 
more than 15 miles. At 20 miles the rate is 11 cents. 

From the 20-mile distance the scale progresses in ten-mile 
blocks, with the addition of 1 cent for each block up to 100 
miles; then the progression is in 20-mile blocks up to 300 miles, 
with the addition of 1 cent for each block; then the progression 
goes in 25-mile blocks to 400 miles, with the addition of 1 cent 
for each block, and then progresses in 50-mile blocks to the end 
at 1,000 miles, with the addition of 1 cent for each blcok. The 
rates are 19 cents at 100 miles, 24 at 200 miles, 28 at 300 miles, 
32 at 400 miles, 34 at 500 miles, 36 at 600 miles, 38 at 700 miles, 
40 at 800 miles, 42 at 900 miles, and 44 cents at 1,000 miles. 
The findings other than the complete scale are as follows: 


It is agreed by the parties to these proceedings that there should 
be a distance scale of rates for the traffic here considered and that 
it would be improper to make a grouping of the origin points be- 
cause of the effect it would have on the rates for the numerous short 
distances involved. Several complaints have recently been filed with 
the Commission respecting rates on petroleum and its products moving 
between points in the southwest, all of which seek the same gen- 
eral basis of rates. Many of these cases have reached the proposed 
report stage but in no instances have rates been recommended as 
low as the prevailing intrastate scales. The Commission has re- 
peatedly recognized that transportation conditions in the southwest 
are substantially similar and not greatly less favorable than in 
Kansas-Missouri territory. The record does not warrant the pre- 
scribing of rates on a materially different basis than the rates pre- 
scribed in the Midcontinent Case, 1925, 112 I. C. C. 421. 

The Arkansas intrastate rates are apparently the result of com- 
mercial conditions which do not exist in connection with, the inter- 
state rates, and the former rates have been the subject of litigation 
for many years. Theoretically there is no transportation reason for 
the maintenance of a different basis of rates within Arkansas than 
that here found reasonable for interstate transportation. However, 
as a practical proposition, the distance between a very large ma- 
jority of the points in Arkansas in much shorter than the distances 
from points in Oklahoma to the same destinations. Although the 
volume of movement is not shown, Little Rock, which is centrally 
located, may be used as representative. The intrastate rates to that 
point are now, and under any distance scale of rates which might 
be prescribed for the territory considered, would be less than the 
rates from Oklahoma to the same point because of the advantage 
Arkansas producers have in the matter of distance. Another con- 
sideration which may not be overlooked is that Arkansas consumes 
more gasoline than it produces, and it naturally follows that the 
necessary additional supply will be obtained from Oklahoma in in- 
stances where the latter state has an advantage in the matter of 
rates over those in effect from Shreveport and other northern Louisi- 
ana producing points. Any undue preference or prejudice would, 
therefore, appear to exist in connection with the rates from Shreve- 
port and other northern Louisiana producing points rather than in 
the rates from Arkansas. That some adjustment should be made in 
the intrastate rates on petroleum and its products in the state of 
Arkansas, as well as-other oil producing states in the southwest, is 
obvious and should commend itself to the state commissions, but this 
record presents no convincing reason why the rates within the state 
of Arkansas should, at the present time, be singled out and an 
adjustment required which would be wholly out of harmony with the 
intrastate rates in other southwestern oil producing states. The 
Commission should find that the rates on petroleum and its products 
between points within the state of Arkansas are not a burden on 
interstate commerce. 

P Complainants’ allegation of unjust discrimination under section 
« was not pressed, 
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The Commission should further find that the rates on the pe- 
troleum products here considered from Shreveport and other refining 
points in Louisiana to points in Arkansas are unduly preferential of 
refiners and shippers at Shreveport and other points in Louisiana 
and prejudicial to refiners in Oklahoma to the extent that they ex- 
ceed or may exceed the rates here prescribed for like distances. 

These proceedings originated in two complaints with one sub 
number and have been equivalent to a general investigation. As 
a general rule reparation has been denied in such adjustments and 
circumstances do not warrant the Commission in departing from 
the rule in this instance. The Commission should adhere to its policy 
in the Consolidated Southwestern Cases, 123 I. C. C. 203, of prescrib- 
ing one scale for single and joint line application. 

The Commission should further find that the rates assailed on 
gasoline and other refined oils, now taking the same rates, in car- 
loads, over the shortest established routes comprised of lines of 
defendants, are and for the future will be unreasonable to the extent 
that they exceed or may exceed rates under the following maximum 
scale (outline of which has hereinbefore been set forth). 

The Commission should further find that the rates assailed on 
fuel oil and other low grade petroleum products, in carloads, are, 
and for the future will be unreasonable to the extent that they ex- 
ceed or may exceed 80 per cent of the contemporaneous rates on 
gasoline and other refined oils in carloads from and to the same points, 
fractions to be resolved to the nearer one-half cent. 

Appropriate fourth section relief should be granted the Missouri 
and North Arkansas to meet the rates above prescribed for the 
interstate lines at junction points and maintain rates at intermediate 
points 4.5 cents higher than the rates to and from local station sub- 
omg aa same limitations as prescribed in Fourth Section Order 

oO. 8 

In establishing through routes the Commission may not require 
any carrier by railroad, without its consent, to embrace in_ such 
route substantially less than the entire length of its railroad and 
of any intermediate railroad operated in conjunction and under 
common management or control therewith, unless such inclusion of 
lines would make the through route unreasonably long. 

If distances over routes shorter than the established routes were 
to be used, fourth section departures would occur in the rates over 
the latter routes for which there would be no justification because 
of any actual competition with routes shorter than the established 
routes. The distances over the established routes should therefore 
be used and should be computed over the shortest possible routes 
via existing connections for interchange of carload traffic, provided 
that the rates are made applicable over the routes. 

The defendants should be authorized to establish and maintain 
via all routes from points in Oklahoma to destinations in Arkansas 
the lowest rates prescribed herein as maximum rates over the short- 
est routes from and to the said points and to maintain higher rates 
at intermediate points; provided that the rates to the intermediate 
points shall not exceed rates under the scales prescribed herein and 
shall in no case exceed the lowest combination; and provided further, 
that this authority shall not apply to routes which are more than 
70 per cent longer than the short line or route. 


SOFT COAL ADJUSTMENT 


Attorney-Examiner George M. Curtis has recommended the 
dismissal of No. 19482, East St. Louis Cotton Oil Co. et al. vs. 
Baltimore & Ohio et al., on a finding that the rates on bituminous 
coal, from points in Belleville and southern Illinois and in the 
western Kentucky districts to destinations in southeastern Mis- 
souri and northeastern Arkansas, are not unreasonable. 

Curtis said this case was an outgrowth of Scott County 
Milling Co. vs. Butler County Railroad, 113 I. C. C. 675, now 
pending upon rehearing. Except for additional destinations, and 
what complainants believed to be a more complete presentation 
of facts, Curtis said, the issues in this proceeding were the 
same as those in the Scott County Milling Co. case. The rail- 
roads asked that the two cases be consolidated, but the com- 
plainants objected. 

The examiner discussed dozens of cases pertaining to the 
rates on coal in the territory affected, and also the question 
of the bridge allowance, included in the rates under attack, in 
the course of his report. He said the evidence was insufficient 
to condemn the bridge allowance even though it did exceed the 
allowance for bridge and terminal service at St. Louis, over 
which coal in large volume moved to Mississippi Valley points 
taking depressed rates and to Missouri points north of the 
destinations mentioned in the complaint at relatively lower 
rates. 


FIBRE WALL BOARD RATE 


A finding of unreasonableness, an award of reparation and 
an order directing the establishment of a new rate have been 
recommended by Examiner S. A. Aplin, in No. 20344, Mason 
Fibre Company vs. New Orleans. & Northeastern et al., as to 
the rate charged on a carload of fibre wall board, from Laurel, 
Miss., to Lake Charles, La. The complainant, the examiner 
said, paid a joint commodity rate of $1.05 but sought a rate of 
42 cents and reparation to that basis. Aplin said the Commis- 
sion should find the rate unreasonable to the extent it exceeded 
or might exceed one of 59 cents and award reparation to that 
basis. 


SCRAP ROLLER COMPOSITION RATE 
Examiner E. H. Kerwin, in No. 19990, George Russell Reed 
Company vs. Santa Fe et al., has recommended that the Com- 
mission find unreasonable the rate on scrap roller composition, 
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in carloads, from San Francisco, Calif., to Aurora, IIl., to the 
extent it exceeded 90 cents, minimum 50,000 pounds. A class B 
rate of $2.10, on a 36,000 pound minimum, was charged. The 
carriers did not present any evidence. They were willing to 
make reparation, on the informal docket, to the basis of 90 
cents, but the Commission had denied their application to that 
effect. 


RATES ON BITUMINOUS ROCK 


In No. 19589, A. Keathley vs. Louisville & Nashville et al., 
Examiners W. M. Carney and Leslie H. McDaniel have recom- 
mended that rates charged on bituminous rock from Bowling 
Green, Ky., to London and Cannelton, W. Va., be found not in- 
applicable but that the rate charged on 55 carloads to London 
in 1925 was unreasonable to the extent it exceeded $3.85 per 
net ton, and that complainant is entitled to reparation. The 
assailed rate to London was $4.53. Defendants conceded the 
unreasonableness of the rate charged and expressed willingness 
to adjust the rate to a bisis of $3.85 and, as soon as the rate 
became effective, to make the necessary application on the 
special docket for authority to refund down to that basis. The 
proposal was refused, according to the report. Defendants 
offered proof that the proposed rate of $3.85 was reasonable. 
The examiner said that comparisons offered by both complainant 
and defendant demonstrated the relative unreasonableness of 
the rate assailed and the reasonableness of defendants’ proposal. 


FRESH STRAWBERRY RATES 


Examiner William H. Smith, in No. 19913, Sweeney, Lynes 
& Co. vs. Atlantic Coast Line et al., has recommended that the 
Commission find unreasonable the rates on fresh strawberries, 
carloads, from points in North Carolina to Boston, Mass., to 
the extent they exceeded, exceed or may exceed first class on 
a minimum of 17,000 pounds, order the new basis, and award 
rparation. The report also covers three sub-numbers, L. E. 
Fosgate Co. et al. vs. Atlantic Coast Line et al.; Spooner-Drake 
Co. vs. New York, New Haven & Hartford et al., and A. Valenta 
vs. New York, New Haven & Hartford et al . 


WROUGHT-IRON PIPE RATE 


Examiner Lewis L. Prout has recommended dismissal in 
No. 20129, Prairie Oil & Gas Company vs. C. C. C. & St. L. et 
al., on a finding that a combination rate of $1.055 charged on a 
carload of wrought-iron pipe from McKeesport, Pa., consigned 
to Okemah, Okla., and diverted to Henryetta, Okla., was ap- 
plicable and that claim for reparation under the first three 
sections of the act was barred. The examiner said evidence in- 
troduced related to misrouting only but that allegations of 
misrouting were barred. 


RATES ON SAND AND GRAVEL 


Examiner Horace W. Johnson in No. 19653, Interstate Sand 
& Gravel Company vs. Wabash et al., has recommended that 
the Commission find unreasonable rates on sand and gravel 
from Kern, Ind., for the present and future, to the extent they 
exceed 80 cents per net ton to Philo, Ill., 98 cents to Monti- 
cello, Lodge and Boody, Ill., and $1.01 to Gibson City, Spring- 
field and Morrisonville, Ill., which rates, he said, were reason- 
able. The rates at present in effect from Kern were set forth 
as foflows: To Philo, $1.14; to Monticello, $2.80; to Lodge, 
$2.80; to Boody, $3.40; to Gibson City, $3; to Springfield, $3.40, 
and to Morrisonville, $3.70. 


RATE ON PINE LUMBER 


Examiner Paul A. Colvin, in No. 20036, Leake & Goodlett 
Lumber Co. vs. Alabama Great Southern et al., has recom- 
mended that the Commission find that a rate of 37.5 cents 
charged on one carload of yellow pine lumber shipped August 
25, 1925, from Kilmichael, Miss., to East Louisville, Ky., was 
inapplicable, that the applicable rate was 22.5 cents and that 
complainant is entitled to refund of $71.70, with interest. 





INEDIBLE ANIMAL TALLOW, ETC. 


Dismissal has been recommended by Examiner Lewis L. 
Prout in No, 18296, Norfolk Tallow Co. et al. vs. Chesapeake & 
Ohio et al., on a finding that rates on inedible animal tallow 
and grease from Norfolk, Va., to Baltimore, Md., Philadelphia, 
Pa., and certain New York, N. Y., rate points were not un- 
reasonable. 





RATES ON LIME 


Dismissal of No. 16407, Security Cement & Lime Co. vs. 
Baltimore & Ohio et al. and a sub number, Same vs. Same, has 
been recommended by Attorney-Examiner Paul O. Carter on a 
finding that rates on lime from Martinsburg and Berkeley, W. 
Va., Grove and Lime Kiln, Md., and Stephens City, Va., to 
metropolitan New York, are not unduly prejudicial. Carter said 
the issue to be determined was whether the rates from Martins- 
burg and the other origin points designated to metropolitan 
New York were unduly prejudicial to shippers at those points 
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and unduly preferential of shippers at York, Pa., Frederick, Md., 
Bainbridge, Cedar Hollow and Devault, Pa. He said the eyj. 
dence showed that the rates on lime from the producing points 
to the destination territory under consideration were in need 
of revision but that the Commission could not remedy the situ- 
ation in this proceeding because of the limitation of the issue 
to one of undue prejudice. He said the complaint should be 
dismissed without prejudice to the filing of a complaint in which 
the issues were broad enough to permit consideration of the 
situation as a whole. 


WHEAT AND WHEAT PRODUCTS 


Attorney-Examiner George M. Curtis has recommended dis. 
missal in No. 19973, State of North Dakota, doing business as 
State Mill and Elevator Association, vs. Northern Pacific, on a 
finding that rates charged on wheat and wheat products, car. 
loads, from Grand Forks, N. D., to points in North Dakota and 
Minnesota, were not and are not unreasonable, inapplicable or 
otherwise unlawful. Reparation was sought. The report said 
that primarily the case involved the application of tariffs of 
the defendant. 


RATE ON WOODEN TURNINGS 


Examiner R. J. Olentine has recommended dismissal in 
No. 19936, Hudson Manufacturing Co. vs. Chicago, Milwaukee & 
St. Paul, on a finding that the joint through fifth-class rate of 
39.5 cents on straight wooden turnings, carloads, from Kalkaska, 
Mich., to Hastings, Minn., was not and is not unreasonable. 


DIVISIONS NOT ENEQUITABLE 


Examiner W. R. Brennan has recommended the dismissal of 
No, 19702, Minneapolis, Anoka & Cuyuna Range et al. vs. Santa 
Fe et al.,on a finding that the divisions accorded the complainant 
out of joint rates and charges are not unreasonable, unduly 
prejudicial or inequitable. The complainant is an electric line, 
about 16 miles long, extending from Minneapolis to Anoka, Minn. 
It is in the hands of a receiver and, according to the examiner, 
in the process of foreclosure. The complaining receiver, accord- 
ing to the report, insists that an increase of $30,000 in the 
revenues of the electric line is needed to keep it going. Brennan 
said the record was insufficient to show the need for such an 
increase and that the road was in such condition that it could 
not be determined even approximately what increase was 
needed, if any, properly to meet the needs of the M. A. & C. 
Nor, said he, would it be possible to determine what increase 
would result if the increased divisions sought were ordered. 
Tonnage statistics, he said, were not given. A large part of 
the complainant’s business, he said, was competitive and that 
increased divisions probably would divert some of its business 
to other carriers. On non-competitive and on some competitive 
business, Brennan said, the complainant, by a proper adjust- 
ment, could materially help itself. 


IMPORTED WOOD PULP RATES 


Examiner George C. Clarke has recommended the dismissal 
of No. 19684, United Paperboard Co., Inc., vs. Baltimore & Ohio 
et al., on a finding that the rates on imported wood pulp, from 
New York, N. Y., to Wabash, Ind., over both standard and 
differential routes, are not unreasonable, unjustly discriminatory 
or unduly prejudicial. He said the defendants should be directed 
to remove fourth section violations. This report also covers 
No. 19714, Same vs. Central Vermont et al. 


CRUDE SULPHUR RATES 


Examiner John J. Crowley, in No. 20176, York Haven Paper 
Co. vs. Pennsylvania, has recommended that the Commission 
find not unreasonable or otherwise unlawful the rates on crude 
sulphur, carloads, from Baltimore, Md., to York Haven, Pa., 
except as to the rate charged on designated shipments made 
between October 1, 1925, and June 20, 1926. He said the rate 
between the dates mentioned should be found unreasonable to 
the extent it exceeded 14 cents. He said reparation should be 
awarded on shipments on that rate. 


LUMBER DEMURRAGE 


Examiner E. P. Hurley has recommended, in No. 18433, 
Milne Lumber Co. vs. Detroit, Grand Haven & Milwaukee et al., 
that the Commission find applicable the demurrage and recon- 
signment charges on some shipments of lumber and on others 
in excess of the applicable charges, direct the refund of over- 
charges, and dismiss the complaint. The shipments in question 
were made from points in Louisiana, Texas, and Mississippi to 
various points, and reconsigned to Detroit, Mich. 


POULTRY COMPLAINT WITHDRAWN 
At the hearing in docket 20405, Swift and Company and 
others against the M. K. & T. and others, at Chicago, before 
Examiner Disque March 14, William M. Strack, representing 
the complainants, asked that the complaint be dismissed. The 
case involved reparation on shipments of dressed poultry from 
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Texas points to eastern distinations. They paid the combina- 
tion on Chicago, the freight having been so routed. The dis- 
puted point was as to whether, under rule 5b, of tariff circular 
18-A, the Memphis combination was applicable. It is under- 
stood that the complaint was withdrawn because of an adverse 
decision in a case involving a similar question. 


COKE OVEN DOOR RATINGS 

Examiner W. K. Berryman, in No. 19993, Straight Line 
Engine Co., Inc., vs. Delaware, Lackawanna & Western et al., 
has recommended that the Commission find unreasonable but 
not otherwise unlawful, ratings on coke oven doors with steel 
pars attached, and on coke oven door frames in carloads and 
less than carloads, in Official, Southern, and Western classifi- 
cations, prescribe new ones, and award reparation. He said the 
Commission should find that the assailed ratings were, since 
August 1, 1926, are, and for the future will be unreasonable 
to the extent that they exceeded, exceed or may exceed, in less 
than carloads, fourth class in Official, Southern, and Western 
classifications, and in carloads, minimum not in excess of 36,000 
pounds, fifth class in Official and Western classifications, and 
sixth class in Southern classification. He said that reparation 
should be awarded on shipments made since August 1, 1926. 


CANDY BOX RATINGS 


Examiner Paul A. Colvin, in No. 19018, Deline Manufactur- 
ing Co. vs. Burlington et al., said that the Commission should 
find unreasonable the less than carload rating in Western classi- 
fication on paper, or pulpboard, candy boxes exceeding fifteen 
united inches in length, width, and depth, outside measurement, 
to the extent that the rating exceeds one and one-half times 
first class. Paperboard boxes of all sizes with ribbon and bow 
across the top, he said, came within the description of “fancy” 
boxes more valuable than the other sort. He said that the 
rating, double first class, thereon should be found not un- 
reasonable. 


IRON PIPE AND CURB BOX RATES 


Examiner F. A. Christoph, in No, 19883, Lone Star Gas Co. 
et al. vs. Chicago, Rock Island & Gulf et al., has recommended 
that the Commission find unreasonable the rates charged on 
meter service or curb boxes, carloads, from Ft. Worth, Tex., 
to Waurika, Okla., prescribe new ones, award reparation, and 
authorize the waiving of the collection of undercharges. The 
examiner said the Commission should find that the rate on the 
meter service or curb boxes was unreasonable to the extent it 
exceeded, exceeds or may exceed 47 cents, minimum 14,000 
pounds, subject to rule 34 of the governing Western classifi- 
cation. 

As to rates on wrought iron pipe the examiner said that 
the Commission should find that shipments from Petrolia, Tex., 
to Shamrock, Tex., were misrouted by the Wichita Valley and 
that the rate was unreasonable to the extent it exceeded 36 
cents. He said that rates charged on pipe from Durant, Heald- 
ton, and Wilson, Okla., to Bonham, Richland, and Trenton, Tex., 
were unreasonable to the extent they exceeded from Durant to 
Bonham, 18 cents; from Healdton to Richland, 38 cents; and 
from Wilson to Trenton, 28 cents, Examiner Christoph said 
that as the rates recommended by him have been ordered in 
Consolidated Southwestern Cases, 123 I. C. C. 203, no order 
for the future was necessary. 


SHEEP AND GOAT MINIMUM 


A finding of unreasonableness and an order for the future 
have been recommended by Examiner H. L. Main, in No. 19089, 
Live Stock Traffic Assn. et al. vs. Abilene & Southern et al., 
as to the minimum weight on sheep and goats in double-deck 
cars. He said the Commission should prescribe a minimum of 
18,000 pounds for 36-foot double-deck cars. He said the Com- 
mission should find not unreasonable rates on cattle, calves, 
sheep and goats, from all points in Texas to all points in 
Indiana and Ohio, and that part of Kentucky west of the line of 
the Cincinnati, New Orleans and Texas Pacific from Cincinnati, 
O., to Stearns, Ky. The complaint alleged the rates in the 
territories mentioned were unreasonable, The prayer was for 
reasonable rates and a reasonable minimum. 


CATTLE, HOG AND SHEEP RATE 


; Attorney-Examiner John H. Howell has recommended the 
dismissal of No. 19465, American Farm Bureau Federation vs. 
Akron & Barberton Belt et al., on a finding that the rates on 
cattle, hogs and sheep for fattening and feeding purposes, 
carloads, to points in Indiana, Ohio, Pennsylvania, Maryland, 
and New York, from Chicago and East St. Louis, Ill., Kansas 
City and South St. Joseph, Mo., Omaha, Nebr., South St. Paul, 
Minn., and Sioux City, Ia., and from certain minor markets in 
Maryland, Illinois, Pennsylvania, Ohio, Indiana, Michigan, New 
York, and Kentucky, are not unreasonable or unduly prejudicial. 
The complaint alleged that the rates were unreasonable and 
unduly prejudicial to the extent that they exceeded 75 per cent 
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of the rates between the same points on live stock fit for 
slaughter. 


ELECTRICAL APPLIANCE RATES 


Attorney-Examiner William A. Disque, in No. 20041, Florida 
Power & Light Co. et al. vs. Atlantic Coast Line et al., said the 
Commission should find unlawful the rates charged south of 
Jacksonville, Fla., on interstate carload shipments of electrical 
appliances to destinations in Florida, and award reparation. 
He said the Commission should find that the rates charged on 
all the articles coming within the description of electrical ap- 
pliances, except transformers and compensators, were unlawful 
to the extent that they exceeded the class N rate. 





STRAWBOARD RATE 


Examiner W. K. Berryman, in No. 19981, Emerson Carey 
Fibre Products Co. vs. Missouri Pacific et al., said the Com- 
mission should find the rate on five carloads of strawboard 
shipped from Hutchinson, Kans., to Dallas, Tex., in April, 1926, 
was in violation of the long-and-short-haul part of section 4, and 
therefore unreasonable to the extent that it exceeded 27.5 cents 
on a minimum of 50,000 pounds. He said that the Commission 
should award reparation. 


ELKIN & ALLEGHANY REORGANIZATION 


Examiner A. C. Devoe, in finance No. 6614, securities of 
the Elkin & Alleghany Railroad Company, has recommended 
that the Commission authorize the applicant to issue $56,100 
of common, $56,100 of prior-preference and $185,500 of preferred 
stock as part of the reorganization of that company. It owns 
a railroad, a little more than 15 miles long, in North Carolina. 
The applicant asked for permission to issue $56,100 of common 
and $185,500 of prior preference stock and $56,100 of first mort- 
gage 6 per cent 20-year bonds. The property of the Elkin & 
Alleghany Railway Company was sold at judicial sale in 1919, 
prior to the enactment of section 20a but the re-financing was 
not completed prior thereto: Devoe said some securities were 
issued without permission from the Commission. 

North Carolina furnished convict labor to build the road. 
It took $238,000 in stock as pay for the labor furnished. The 
road was capitalized with $476,300 of capital stock; $192,000 of 
first mortgage bonds; $208,000 first refunding mortgage bonds; 
and $80,000 of income bonds, a total of $956,300. The Commis- 
sion’s final valuation, for rate-making purposes, was $335,046. 
In 1926 the road had a deficit of $9,599.83, without any allow- 
ance of interest accruals on the first mortgage bonds. 

Devoe said that in view of the uncertainty as to the ability 
of the applicant to earn interest on the proposed bonds, the 
Commission should authorize the issuance of capital stock 
only. In order to preserve the relative rights and standing in 
the new company of those providing money to purchase the 
railroad and those retaining an interest by virtue of the own- 
ership of the securities of the old company, the examiner said 
the Commission should authorize the issuance of prior-pref- 
erence stock instead of the bonds, subject to the company’s 
amending its articles of association to enable it to make such 
issues. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 6723, authorizing the Seaboard 
Air Line Ry. Co. to assume obligation and liability, as guarantor 
and otherwise, in respect of $740,625 of equipment-trust certificates 
and $246,875 of defered equipment-trust certificates, to be issued by 
the Continental Trust Co., said certificates to be disposed of at not 
less than par in connection with the procurement of certain equip- 
ment approved. 

Report and order in F. D. No. 6699, authorizing the Caney Valley 
Ry. Co. to issue a three-year 5 per cent promissory note for $25,500 
in — of a promissory note which matured August 1, 1927, ap- 
proved. 

Report and certificate in F. D. No. 6684, authorizing the Detroit, 
Grand Haven & Milwaukee Ry. Co. (a) to construct a line of rail- 
road in Oakland county, Mich., and (b) to abandon part of a line of 
railroad in Oakland county, Mich., in connection with the relocation 
of a segment of an existing line, approved. 

Report and order in F. D. No. 6758, authorizing the St. Louis- 
San Francisco Ry. Co. to assume obligation and liability in respect 
of $100,000 of promissory notes evidencing indebtedness against prop- 
erty purchased for railroad purposes, approved. 

Report, certificate and order in D. No. 4396, (1) authorizing 
the Beaver, Meade & Englewood R. R. Co. to construct an extension 
of its railroad from Hooker to Keyes, in Texas and Cimarron coun- 
ties, Okla.; (2) granting permission to retain excess earnings from 
said extension; and (3) denying application without prejudice as to all 
other matters, approved. 

Supplemental report and order in F. D. No. 6240, modifying 
previous order, 131 I. C. C. 673, so as to authorize the applicant to 
use and to pay various amounts of money from the fund to be created 
from the payments of $4 a share by the stockholders of the Chicago, 
Milwaukee & St. Paul Ry. Co., approved. 


FINANCE APPLICATIONS 


Finance No. 6788. Pere yt yy asks authority to procure au- 

thentication and delivery of $3,066,000 of its first mortgage 5 per cent 

= bonds to be held by the applicant until further order of the 
ommission. 

Finance No. 6790. The Nicholas, Fayette & Greenbrier Railroad 
Co. asks authority to construct a new line from Swiss to Nallen, W. 
Va., a distance of 29 miles; to issue 4,000 shares of common capital 
stock of par value of $100 a share, in severalty at par for cash, to 
the New York Central and the Chesapeake & Ohio, the proceeds 
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to be used for the organization of the applicant and the construction 
of its proposed line of railroad. The applicant also asks authority to 
issue, from time to time, promissory notes not to exceed $3,600,000 to 
the order of the New York Central and the Chesapeake & Ohio, for 
loans for construction costs. The New York Central and the Chesa- 
peake & Ohio ask authority to acquire control of the Nicholas, 
Fayette & Greenbrier, and the Chesapeake & Ohio asks authority 
to operate over the railroad of the Kanawha & West Virginia be- 
tween Belva and Swiss, W. Va. The line will serve a region rich 
in timber and coal, according to the application. 

Finance No. 5436. Supplemental. Tennessee Railroad Co. asks au- 
thority to sell $30,000 of 6 per cent general mortgage gold bonds at 
par to reimburse its treasury. 

Finance No. 6787. Pecos & Northern Texas asks authority to 
construct a line of railroad in Hale, Lamb, Castro and Parmer coun- 
ties, Texas, extending from Hale Center, Tex., in a general north- 
westerly direction through the counties named, via Oltoh, to Parmer- 
ton, Tex., a distance of approximately 66 miles. The line will serve 
a rich agricultural section not now reached by railroad. The neces- 
sary funds for the construction of the line will be borowed from 
the Atchison, Topeka & Santa Fe. Applicant said that later per- 
mission would be sought to lease the line when constructed to an 
———s corporation—probably the Panhandle & Santa Fe. The ap- 
plicant is not at present an operating corporation, its lines, for 
the most part, being leased to the Panhandle & Santa Fe. 

Finance No. 67 Mississippi River Western Railway Co. asks 
authority to construct and operate a line of railroad from Stoffles 
Landing, Ark., to Wilson, Ark., a distances of 41%4 miles. The appli- 
cant said the line already had been constructed and was in operation 
as to intrastate commerce. 


SUSPENDED TARIFFS 


In I. and S. No. 3077, the Commission has suspended from 
March 15 until October 15, schedules as published in supple- 
ment No. 70 to Baltimore & Ohio I. C. C. No. W. L. 9317, and 
in various tariffs of the carriers in Central Freight Association 
territory. The suspended schedules propose to increase and 
reduce the rates on grain and grain products, carloads, from 
various points in Indiana, Michigan and Ohio to St. Louis, Mo., 
and East St. Louis, Ill. The following is illustrative, rates be- 
ing in cents per 100 pounds: 


To St. Louis, Mo., from Lafayette, Ind., present 17%, proposed 
18%; Frankfort, Ind., present 13, proposed 18%; Miami, O., present 19, 
proposed 22; Plainfield, Ind., present 18%, proposed 18. 


In I. and S. No. 3078, the Commission has suspended from 
March 15 until October 15, schedules as published in supple- 
ments Nos. 6 and 7 to joint tariff, Galligan’s I. C. C. No. 110 
and Speiden’s I. C. C. No. 1148. The suspended schedules pro- 
pose to increase the rates on empty returned beverage con- 
tainers from 66% per cent of the rate on beverages moving in 
the opposite direction to full sixth class rates when returned 
from southeastern and Carolina territories to points in Illinois 
Freight Association territory. The following is illustrative, 
rates being in cents per 100 pounds: 


To Chicago, Ill., from Atlanta, Ga., present 48, proposed 76; Chat- 
tanooga, Tenn., present 40, proposed 68. 


In I. and S. No. 3079, the Commission has suspended from 
March 15 until October 15 schedules as published in the follow- 
ing tariffs: Chicago & Eastern Illinois: Supplements Nos. 43 
and 44 to I. C. C. No. 163; Missouri Pacific: Supplements Nos. 
7 and 9 to I. C. C. No. A-7093. The suspended schedules pro- 
pose to cancel through joint rates on coal from Pittsburg, 
Scranton Mine and certain other southern Illinois points to des- 
tinations in Illinois, Michigan and various other states, applying 
via Marion, Ill., in connection with the Chicago & Eastern IIli- 
nois, which would result in the application of higher combina- 
tion rates via this route, and to establish from the above men- 
tioned origin points to a part of the destinations involved, joint 
rates, the same in measure as the present rates, restricted to 
apply via East St. Louis, Ill., in connection with the Chicago & 
Eastern Illinois. 


In I. and S. No. 3080, the Commission has suspended from 
March 15 until October 15 schedules as published in Baltimore 
& Ohio (Lines West) I. C. C. No. WL-9802, and supplement No. 
44 to Chesapeake & Ohio I. C. C. No. 9935. The suspended 
schedules propose to cancel the application of the combination 
rule on shipments of lumber and forest products, carloads, from 
points in central territory and Virginia, including Ohio River 
crossings, to destinations in Canada, in constructing rates on 
traffic originating in southern territory from which no through 
rates are in effect. 


In I. and S. No. 3075, the Commission has suspended from 
March 10 until October 10, schedules in supplement No. 3 to 
Norfolk & Western I. C. C. No. 3079-B. The suspended sched- 
ules propose to cancel the present commodity rates on coal, coal 
briquets, coke, coke breeze, coke dust and coke screenings, from 
Page, W. Va. (on Virginian Ry.), to eastern points and apply 
in lieu: thereof combination rates, which would result in in- 
creases. 

The following statement of rates on coal, carloads, is illus- 
trative, rates being in cents per ton of 2,240 pounds: 


From Page, W. Va., to Harrisburg, Pa., present 353, proposed 417; 
Page, W. Va., to Winchester, Va., _—— 353, proposed 417; *McCoy, 
Va., to Harrisburg, Pa., present 328, proposed 392; *McCoy, Va., to 
Winchester, Va., present 328, proposed 392. 





*Page, W. Va., rates apply by use of intermediate rule. 
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In I. and S. No. 3076, the Commission has suspended from 
March 10 until October 10 schedules as published in Boyd’s 
I. C. C. No. A-1871. The suspended schedules propose to in. 
crease the rates and restrict the routing on apples, carloads 
from points in Kansas and Missouri to points in Iowa, Minne. 
sota and South Dakota. The following is illustrative, rates be. 
ing in cents per 100 pounds: 


From St. Joseph, Mo., to Granite Falls, Minn., present 3414, pro- 
posed 43; to Sioux Falls, S. D., present 34%, proposed 39%. 


PETITIONS FOR REHEARING, ETC. 


The Missouri Pacific has filed petition for postponement 
of the effective date of fourth section order No. 9644, fertilizers 
and fertilizer materials from Helena, Ark., Memphis, Tenn., and 
Natchez, Miss., entered in fourth section application No. 13209. 

No. 18646, The Parkersburg Rig & Reel Co. vs. Rock 
Island et al. Complainant petitions for further hearing and/or 
argument, reconsideration and for modification of report and 
order. 

No. 19080, North Shore Material Co. et al. vs. Milwaukee 
et al. Complainants petition the Commission to modify or 
amend the decision in this proceeding for the purpose of award- 
ing interest to the complainants upon that portion of the 
charges. found unjust and unreasonable. 

No. 17166, Turner-Altus Co. et al. vs. Santa Fe et al. San 
Luis Central Railroad petitions for reopening of the case for 
reconsideration, and rehearing and reargument, if necessary, 
with respect only to the rates applicable from stations on the 
San Luis Central Railroad. 

No. 18000, H. Barschi & Son et al. vs. Baltimore & Ohio 
et al. Complainants petition for reopening thereof and recon- 
sideration by the full Commission on the record as made. 

No. 17123, Benson Brothers Lumber Co. et al. vs. Santa Fe 
et al. Complainant’s petition for reconsideration, rehearing 
and/or reargument in No. 17123, 136 I. C. C. 231, 248. 

No. 15252, Mayfield Chamber of Commerce et al. vs. Ahnapee 
& Western et al.; No. 15301, Same vs. Akron, Canton & Youngs- 
town et al.; and No. 15302, Fulton Chamber of Commerce et al. 
vs. Same. Defendant Western Trunk Lines petitions for post- 
ponement of effective date of order. 

No. 15543, Turpentine & Rosin Producers’ Assn. vs. Alabama 
& Vicksburg et al. The southwestern lines petition that the 
orders in these proceedings be set aside in order to enable 
carriers to make adjustment of rates on naval stores under 
the orders of the Commission in Consolidated Southwestern 
Cases, No. 13535, et al., in the more comprehensive manner and 
within the larger scope of territory contemplated in the latter 
proceedings. 


A joint petition has been filed by J. E. Tilford for southern 
carriers, E. Morris for Central Freight Association carriers, 
C. W. Galligan for Illinois Freight Association carriers, and 
W. S. Curlett for Trunk Line and New England carriers, for 
postponement of the effective date of expiration of fourth sec- 
tion relief in connection with the present rates on paper and 
paper articles in fourth section orders Nos. 9200 and 9700. 

A petition has been filed by the Louisiana Ry. and Naviga- 
tion Co. of Texas for cancellation of fourth section order No. 
9714 and reconsideration of fourth section application No. 
13127, class and commodity rates between points in Louisiana, 
on the one hand, and Lorraine, La.-Tex., on the other. 


No. 16826, The Ann Arbor et al. vs. Baltimore & Ohio et al. 
Complainant carriers, intervener carriers, and defendant car- 
riers petition the Commission to modify its order heretofore 
entered in this proceeding on December 23, 1927. 


No. 17678, The Texas Oil Co. vs. Houston East & West 
Texas et al. Defendant’s petition for rehearing and for recon- 
sideration and/or for consideration with other pending com- 
plaints. 

No. 19661, Pine & Plume Lumber Co. vs. Seaboard Air Line. 
Complainant petitions for a reopening for the purpose of re- 
submittal of argument to the Commission. 

No. 18311, E. C. Klipstein & Sons Co. vs. Central Railroad 
of New Jersey.et al. Complainant petitions for a reopening 
therein and reconsideration by the full Commission on the 
record as made. ; 

No. 18235, Holland Furnace Co. vs. Baltimore & Ohio et al. 
Complainant petitions for rehearing and reargument therein. 

No. 17490, Fred C. Mansfield Co, vs. Chicago & North West- 
ern. Complainant petitions for rehearing or reconsideration 
and oral argument. 


COMMISSION ORDERS 


Finance No. 6525, in the matter of the application of the 
Santa Fe for a certificate of public convenience and necessity 
for the operation by applicant over the line of the Denver & 
Rio Grande Western between Pueblo and Portland, Colo., under 
a certain written agreement, and the abandonment or suspel- 
sion of operation of applicant’s line between said points. The 
Denver & Rio Grande Western permitted to intervene. 

No. 20633, Abitibi Power and Paper Co. et al. vs. Alabama 
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great Southern et al. The American Newspaper Publishers’ 
Assn. permitted to intervene. ; 

No. 20285, Cranfill Bros. Drilling Co. et al. vs. Santa Fe et 

. H. L. Blackstock permitted to intervene. 

No. 20571, Midwest Wool Trade Assn. vs. Alton & Eastern 
et al. Minneapolis Traffic Assn. permitted to intervene. 

Finance No. 6705, in the matter of the joint application of 
the Grand Rapids & Indiana Railway and Pennsylvania, lessee, 
for a certificate of public convenience and necessity authorizing 
the construction of a track in Petoskey, Mich., to serve the plant 
of the Petoskey Portland Cement Co., a distance of 1.79 miles. 
The Pere Marquette permitted to intervene. 

No. 13413, in the matter of automatic train control devices. 
Petition filed February 29, 1928, by the Delaware, Lackawanna 
& Western for modification of the Commission’s order of Janu- 
ary 14, 1924, in the three respects specifically cited has been 

ranted. 
. No. 20603, Alkali Traffic Assn. vs. Abilene & Southern et al. 
The Kimberly-Clark Co. permitted to intervene. 

No. 20631, Minnesota and Ontario Paper Co. et al. vs. South- 
ern et al. American Newspaper Publishers’ Assn. permitted 
to intervene. 

No. 20482, R. T. Vanderbilt Co., Inc., et al. vs. Atlantic Coast 
Line et al. The West Virginia Pulp and Paper Co. permitted 
to intervene. 

No. 20504, Sub. 1, Blue Earth Canning Co. vs. Chicago & 
North Western. The Minneapolis Traffic Assn. and St. Paul 
Association of Public and Business Affairs permitted to inter- 


ne. 

No. 20415, State of Idaho ex rel. Public Utilities Commission 
of Idaho vs. Oregon Short Line et al. The Portland Traffic and 
Transportation Assn. of Portland, Ore., permitted to intervene. 

No. 20340, Acme Brick Co. et al. vs. Abilene & Southern 
et al. The El Paso Freight Bureau permitted to intervene. 

No. 20397, Phillips Petroleum Co. vs. Santa Fe et al. The 
National Supply Co. and the National Supply Co. of Texas per- 
mitted to intervene. 

No. 20504, Minnesota Valley Canning Co. vs. Chicago & 
North Western et al. Minneapolis Traffic Assn. and the St. 
Paul Association of Public and Business Affairs permitted to 
intervene. 

No. 18558 (and Sub. Nos. 1 and 2), Southern Iron and Metal 
Co. vs. Beaumont, Sour Lake & Western et al. The proceeding 
is reopened for reconsideration on the record as made. 

No. 17552, Milne Lumber Co. vs. New York Central et al. 
Proceeding reopened for further hearing under the shortened 
procedure plan; and petition of complainant to reopen for the 
submission of additional evidence, is denied, in view of the 
action of division 4 in reopening the case for further hearing. 

I. and §S. 2918, rules for constructing rates on sand and 
gravel from and to points on Southern Railway and connecting 
lines. Amended petition of protestant, Allen Gravel Co., for 
modification of report herein, denied. 

No. 18834, T. J. Moss Tie Co. vs. Baltimore & Ohio et al. 
The order entered in this proceeding on December 23, 1927, 
which by its terms was made effective March 38, 1928, and 
subsequently modified so as to become effective on April 2, 1928, 
has been further modified so that it will become effective on 
June 2, 1928. 

I. and S. 2912, crushed stone for Gibsonburg, Maple Grove 
and Woodville, O., to Detroit, Mich. The petition of France 
_— Co. for further argument and reconsideration has been 

enied. 

No. 20465, the Murray Co. vs. Santa Fe et al. Complaint 
amended to extent of making Houston & Texas Central; Lou- 
isiana Western; Morgan’s Louisiana & Texas Railroad and Steam- 
ship Co.; Galveston, Harrisburg & San Antonio and Trinity & 
Brazos Valley (John A. Hulen, receiver), additional parties 
defendant. 


No. 17952, the American Gypsum Co. vs. New York Central. 
Proceeding reopened for reconsideration on record as made. 

No. 17565, Quanah Cotton Oil Co. et al. vs. Santa Fe et al. 
Defendants’ petition for rehearing and/or reconsideration and 
modification of decision as to reparation denied. 


No. 20457, John E. Booth Lumber Corp. vs. Central Vermont 
et al. Defendants’ motion to dismiss the complaint for want of 
jurisdiction denied. 

No. 18925, King-Haase Furniture Co. et al. vs. Ann Arbor 
et al. Complainants’ petition for rehearing denied. 

No. 18631, Griess-Pfleger Tanning Co. vs, Central Vermont 
et al. Complainant’s petition for reargument denied. 

No. 15921, King-Haase Furniture Co. vs. Baltimore & Ohio 
et = Proceeding reopened for reconsideration on record as 
made, 

Fourth Section Application No. 12638 of the Gulf, Mobile 
& Northern. The petition of the Gulf, Mobile & Northern, 
dated February 6, 1928, for a postponement of the expiration 
date of fourth section order 9123, commodities to points on the 
Gulf, Mobile & Northern, of April 21, 1925, denied. 

No. 20144, The Barrett Co. vs. Santa Fe et al. The Barber 
Asphalt Co, permitted to intervene. 

No. 17498, Litwood Oil and Supply Co. vs. Santa Fe et al, 
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and cases grouped therewith. Gulf Refining Co.; The Texas 
Co.; and Magnolia Petroleum Co. permitted to intervene. 

N. 20574, Barnhart Coal Co. et al. vs. Chicago & Eastern 
Illinois et al. The General Refractories Co. permitted to inter- 
vene, 


PAPER RATE ARGUMENTS 
The Trafic World Washington Bureau 


Appeal is made by the complainants, in No. 19703, St. Regis 
Paper Company vs. Ann Arbor et al. and the cases joined with 
it for the Commission to make rates on paper on the theory 
of the law it used in making rates in the Southern Class Rate 
Investigation; that is, on the theory that even wide differences 
in transportation conditions should be ignored because the 
Commission, more and more, has been coming to recognize that 
the railroads of the country are but a single national system. 
There is a corresponding tendency, asserts the brief of the 
complainants, to overlook minor differences in operating con- 
ditions. 

“This tendency is illustrated in the Southern Class Rate 
Investigation where the Commission established a uniform scale 
of class rates applicable throughout the major part of southern 
territory,” says the brief of the complainants, “ignoring wide 
differences in transportation conditions. This record 
shows that the penalty rates to which complainants are sub- 
jected in northwestern New York are the survival of conditions 
existing many years ago when the railroads in that territory 
were not under New York Central ownership. The present pen- 
alty rates are the result of arbitraries previously imposed. We 
respectfully insist that the rates should not be predicated upon 
conditions which no longer exist, and that complainants’ rates 
should be made on a basis which recognizes not only their 
right to rates fairly related to those of their competitors but 
also their favorable location on one of the important lines of 
the nation’s strongest railroad system.” 

The brief says that to correct the maladjustment the Com- 
mission should find that the newsprint rate from the Carthage, 
N. Y., district to Chicago should not exceed 27.5 cents, with 
related rates to other points in C. F. A.; that rates on wrap- 
ping paper and bags from the Carthage district should not ex- 
ceed the Utica, N. Y., basis. The complainants, northwestern 
New York paper manufacturers, said that for rate making pur- 
poses they were treated as if they were in the mountains of 
New England in that the rate from Carthage was the same as 
from Woodland, Me., although its distance was only 772 miles 
as compared with 1,375 miles from Woodland. 

In behalf of the International Paper Company the brief in 


.the same group of cases asserts that the eastern blanket is too 


large; that a new group should be created consisting of mills 
in the Carthage, Corinth and Ottawa groups and that rates 
from that new group should be materially lower than from the 
remainder of the eastern blanket. 

The Iroquois Pulp & Paper Company, an intervener in No. 
19694, St. Regis Paper Company vs. Santa Fe et al., suggested 
that the Hudson valley mills be given the same measure of 
relief as should be given the Watertown, N. Y., district mills 
in this proceeding; and that the blanket or territory over which 
the 38.5 and 41.5 cent rates were applied was so extensive that 
the discrimination against the New York state mills was undue 
and therefore unlawful. 


DAIRY PRODUCTS HEARING 


The hearing in docket 17650, National Poultry, Butter, and 
Egg Association and others against the A. & R. and others, at 
Chicago before Chief Examiner Butler (see Traffic World, March 
10, page 591), ended March 15, with the understanding that a 
further hearing, principally for rebuttal testimony, would be 
held at Washington, D. C. 


At the conclusion of the presentation of the carrier testi- 
mony, Ross D. Rynder requested on behalf of the complainants 
that an adjourned hearing be held, as there had not been an 
opportunity properly to examine the large number of exhibits 
the carriers had introduced in the nearly two weeks of the 
hearing. Both Mr. Rynder and Elmer Westlake, attorney for 
the Santa Fe, who represented the Western Trunk Line car- 
riers, expressed themselves as of the opinion that the case 
could not be intelligently disposed of prior to disposition of 
the Eastern Trunk Line and Western Trunk Line class rate 
cases. They were agreed that the further hearing should not 
be held prior to the summer vacation of the Commission. The 
carriers asked permission to present additional testimony at 
the further hearing by three witnesses, who had been expected 
to be present before the close of this hearing. With that ex- 
ception, it was understood, only rebuttal testimony from the 
complainants would be received at the adjourned hearing. 


In response to the emphasis placed by complainants on 
the basis lower than third class prescribed in the consolidated 
southwestern cases for application to dairy products (the basis 
prescribed being 60 per cent of first class), carrier witnesses 
called attention to the fact that a rate of $1.46 for 500 miles, 
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first class, had been proposed by them in the Western Trunk 
Line class rate case, as against $1.74 in the southwest. While 
third class was 70 per cent of first in both territories, they 
pointed out, the basis prescribed in the southwest would produce 
a rate of $1.20 for 500 miles, as against the third class rate un- 
der the carriers’ proposal, on the scale proposed in the class 
rate case, of only $1.02 for 500 miles. It was their contention 
that there was not the disparity between the two territories 
reflected in the relative measure of the two first class rates 
and that, in view of that, the fact that less than third class 
had been accorded in the southwest was not a sound argument 
in favor of the same in the other territories. The third class 
rate, under the carrier proposals, it was said, was relatively 
reasonable, when compared with the basis prescribed for the 
southwest. 

The individual witnesses detailed the handling of the traffic 
on their lines, emphasizing the expedited service accorded per- 
ishable freight, the relatively low earnings, due principally to 
light loading, the high value of the commodities, made rate 
comparisons, and otherwise attempted to justify the application 
of the third class basis. 

An exhibit introduced by W. A. Collie, superintendent of 
transportation, Nickel Plate, showed that the train tonnage on 
perishables ranged from 65 to 85 per cent of the engine ratings, 
as against a range of 95 to 114 per cent, of trains of other than 
perishable traffic. The trains handling perishable freight cov- 
ered by his exhibit maintained an average speed of 23.20 miles 
an hour, as against 13.20 miles an hour on other trains, he said. 
Similar figures were presented by other witnesses. 

J. W. LaRue stressed the point that, if it were possible 
to handle the perishable goods trains at slower speed, greater 
tonnage could be handled at no increase in train-crew wages 
®r engine ratings, as the men received the same wages for 
covering a division in six hours as for a run of eight hours. 
Another point brought out by him was that, if it was necessary 
to set out a car loaded with perishables for repairs, it received 
special handIng, and when ready to move was sent on in a pas- 
senger train, or, if stopped between terminals, a fast freight 
was stopped for the pick up. No other class of traffic received 
such service, he said. 

Exhibits were introduced showing freight charges paid on 
a great number of actual shipments and the value of the ship- 
ments, indicating that freight charges amounted to only about 
two or three per cent of the value of the shipments and that 
the price range on the various commodities in given years was 
as much as 35 per cent. 

Testimony was also given by the following: R. E. Brandt, 
chief tariff clerk, Santa Fe; W. H. Strachan, general superin- 
tendent, Northern Pacific; P. B. Beidelman, assistant general 
freight agent, Great Northern; E. Rigg, assistant general freight 
agent, Rock Island; Charles Frankenberger, chief of the inter- 
state commerce bureau, Union Pacific; L. G. Reymiller, statisti- 
cal bureau of the western lines; R. E. Smith, assistant general 
freight agent, Northern Pacific; G. A. Hoffelder, assistant gen- 
eral freight agent, Burlington; W. J. Keller, assistant general 
freight agent, New York Central; R. D. Hunter, special agent, 
Cc. C. C. & St. L.; W. D. Williamson, acting general freight agént, 
Nickel Plate; M. S. Connolly, assistant freight traffic manager, 
Pennsylvania; J. C. McCullem, chief clerk, general freight de- 
partment, Erie; D. T. Lawrence, chairman, Official Classification 
Committee; C. H. Heinisch, assistant superintendent of trains, 
New York Central; E. F. Sauer, special agent, Pennsylvania; 
G. H. Derby, assistant to superintendent of transportation, Erie; 
A. S. Lewis, superintendent car service, D. L. & W.; C. C. Foltz, 
D. L. & W.; C. F. McTague, assistant freight traffic manager, 
D. L. & W:; Edward McKinley, B. & O.; John D. Quinn, New 
York Central, and Fred Meyers, superintendent of transportation, 
Wabash. 


CONSOLIDATED SOUTHWESTERN CASES 


Senator Mayfield, of Texas, in remarks in the Senate, com- 
mented on the delay in making effective the decision of the 
Commission in the consolidated southwestern cases. He said 
the case was decided April 5, 1927, that the order was to have 
gone into effect December 5,°1927, but that the effectivé date 
had been postponed until January 3 and then until April 3, 1928, 
and that he understood a still further ‘extension had been 
granted. He said the order included certain reductions in rates 
on vegetables moving from the Rio Grande Valley in Texas and 
that “our truck farmers are still required to pay freight rates 
which the Interstate Commerce Commission said nearly a year 
ago were excessive and ought to be reduced.” 

The senator submitted a letter to him from R. V. Dublin, of 
the R. V. Dublin Company, shippers of produce and vegetables, 
of Jacksonville and Laredo, Tex., protesting against the delay 
in making effective the rates prescribed in the consolidated 
southwestern cases. 

“The structure of railroad rates in the southwest is all but 
criminal,” said Mr. Dublin. “The Interstate Commerce Com- 
mission is bound to have known this for years, and we cannot 
understand why the shippers and the public in the southwest 
are denied relief. It appears that the railroad companies have 
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the upper hand and are able to influence the Interstate Com. 
merce Commission and thereby maintain a power over the Com. 
mission that enables them to keep the country choked down 
and driven almost to a point of desperation. Agricultural pro. 
ducers in the southwest are on a ragged edge and are practically 
bankrupt, for no other reason than that they are robbed of 
at least two-thirds of the value of their vegetables and perish- 
able products in the way of freight rates.” 

Mr. Dublin said the “great body of interstate commerce 
commissioners are perfectly ignorant of the drudgery and dire 
circumstances of our great masses of agricultural producers who 
are standing, helpless, at the hands of the greatest government 
in the world, and I am wondering if you and I, and our great 
body of government officials who are clothed with power and 
authority, will stand by and see a continuation of these 
conditions?” 

“The railroads are the big octopus in the picture,” said he. 
“Will we permit agriculture to be carried to its death?” 

The Kinston Carolina Railroad Co. and the Carolina Rail- 
road Co. have petitioned the Commission to modify its findings 
and orders in this proceeding so as to permit of special rate 
treatment for them. 

The Chicago District Iron and Steel Producers have asked 
for reopening or modification of the Commission’s decision and 
order in so far as rates on iron and steel articles are concerned. 
They allege that the decision fails to include a complete list 
of iron and steel articles moving to the destinations involved 
and thereby places a restriction on the free movement of such 
traffic. It is also averred that the scale of iron and steel rates 
prescribed in the decision is improper, unreasonable, unduly 
excessive and detrimental to iron and steel commerce, and as 
a consequence presents a grave situation, affecting not only 
the petitioners but the rail carriers serving the originating and 
destination territory affected by the decision. It is further 
averred that the revenue contributed by the iron and steel traffic 
under present rates is greatly in excess of revenues from 
general traffic and that consequently revenues derived from 
iron and steel traffic under the Southwestern scale would be 
greatly in excess of reasonable revenues nad contrary to the 
intent and purpose of the Hoch-Smith resolution. 

The Roby & Northern Railroad Co. has asked that it be 
eliminated from the orders in this proceeding. 

The Texas Steel Co, has asked permission to intervene 
and that it be accorded relief as follows: (1) That the order 
permitting fabrication in transit be canceled in so far as steel 
reinforcing concrete bars and merchant steel bars are con- 
cerned; (2) that the schedule of rates on iron and steel articles 
be canceled as to steel reinforcing concrete bars and merchant 
steel bars for distances up to 500 miles, or else modified to 
conform to the scale prescribed in the Jones & Laughlin case; 
(3) or in the alternative, that the Commission authorize and 
permit the Railroad Commission of Texas to establish such 
rates as may, in the judgment of that commission, be just and 
reasonable, for steel reinforcing concrete bars and merchant 
steel bars and the other articles manufactured by your peti- 
tioner. 


The Myles Salt Co., Ltd., has asked for further considera- 
tion for the purpose of making a specific order or granting 
further time to the carriers with respect to rates on muriatic 
(hydrochloric) acid in tank cars and salt cake included. 


The Tennessee Products Corporation, a manufacturer of 
hardwood distillation products at Lyle, Tenn., has asked for 
the re-opening of No. 13535, Consolidated Southwestern Cases, 
with a view to having the Commission modify its findings. The 
petition of that company asserts that the rates prescribed in 
appendix 17, p. 466, in accordance with finding No. 23, between 
points in the Nashville group, Lyle being one of them, and the 
southwestern groups do not conform to the conclusions reached 
by the Commission on page 396 of the report; and that the es- 
tablishment of the basis of rates prescribed in appendix 17 will 
create undue prejudice to the petitioner and undue preference 
of its competitors at Memphis and elsewhere. 


Finding No. 17, the petition declares, should be modified 
so as to permit the southern carriers to establish rates on 
commodities produced in the south on a fair relative basis with 
rates on similar goods from other territories. Therefore the 
petitioner says it concurs in the petition of the southern car- 
riers, dated Atlanta, Ga., December 19, 1927. 


CHANGES IN DOCKET 


Hearing in docket 20276, Allied Packers, Inc., and others 
against the A. & S. and others, set for March 13 at Chicago 
before Examiner Disque, was postponed. 


Hearing in No. 20225, Empire Floor and Wall Tile Co., Inc., 
vs. C. C. & O. Ry. et al., assigned for March 14, at New York, 
before Examiner Howell, was postponed to a date to be here- 
after fixed. 


Argument in No. 19406, Liberty Glass Co. et al. vs. C. M. 
& St. P. Ry. et al., assigned for March 16, at Washington, D. C., 
was canceled. 
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HOCH-SMITH GRAIN HEARING 


Approximately a day and a half of this week’s hearing in 
docket 17000, part 7, grain and grain products, at Chicago before 
Examiners Mackley and Hall (Commissioner Meyer returned 
to Washington at the end of last week) was required to com- 
plete the testimony and cross-examination of Walter R. Scott, 
of the Kansas City Board of Trade. He gave way a number of 
times to other witnesses. The same happened with respect to 
J. S. Brown, of the Chicago Board of Trade, who was on the 
stand a number of times, but, due to the sandwiching in of 
other witnesses, only completed his direct statement and a por- 
tion of the cross-examination. It is expected the Chicago hear- 
ing will be concluded about the middle of next week. 

Others who testified were as follows: C. B. Bee, rate ex- 
pert for the Oklahoma commission; J. T. Saunders, head of the 
department of agricultural economics, Oklahoma Agricultural 
and Mechanical College; E. H. Thornton, Galveston; C. A. Ross, 
Nebraska commission; James Norris, president of the Norris 
Grain Company, Chicago; W. T. Brookings, president, Marshall 
Hall Grain Corporation, St. Louis; H. A. Feltus, Van Dusen- 
Harrington Grain Company, Minneapolis, and Andrew L. O’Toole, 
director, Boston Grain and Flour Exchange. 

Mr. Brown asked for a reduction of three cents in the pres- 
ent rates, lake-and-rail and all-rail, from Chicago to the north 
Atlantic ports, in addition to his request in the domestic case 
for a reduction of three cents from the Missouri River to Chi- 
cago, and that the rate from St. Louis to the Gulf be reduced 
from 18% cents to 15 cents. He held that export rates should 
generally be lower than domestic rates, that the ports should 
be equalized as much as possible, and that the differential, Gulf 
under the north Atlantic ports, should be lessened. 

“It is our opinion that a general reduction in the export 
rates would redound to the benefit of the farmer,” he declared. 
It was his opinion that, under the Hoch-Smith resolution, the 
Commission might properly reduce the existing differentials by 
reductions in the higher rates. He contended that the surplus 
grain of the country should be “made as attractive to the for- 
eign buyer as possible,” in competition with other exporters. “Get 
the surplus off the market, with no carry-over from one season 
to another, and a relatively better price will obtain on the 
domestic market,” he held. 

Mr. Bee defended the level of the rates from Oklahoma 
points to the Gulf. In the preceding week they had been vio- 
lently criticized by Kansas City and New Orleans representa- 
tives as so low as to prevent any movement from the territory 
north to the Gulf for export. He said he considered the “12244 
scale is in excess of the lowest possible lawful rate compatible 
with maintenance of adequate transportation service” and that, 
under the Hoch-Smith resolution, the Oklahoma rates should 
be lowered. He contended for a mileage scale to the nearest 
port and for a general rule limiting circuity of movement to 25 
per cent of the direct line distance. 


Mr. Souders stressed the importance of putting in an ad- 
justment that would take cognizance of the future. He said 
the southwest could increase its wheat area, without infringing 
on land now used for other crops, 77 per cent. On the theory 
that the northwest might reasonably expect a reduction in its 
transportation costs, as a result of improved transportation on the 
Mississippi and construction of the proposed St. Lawrence ship 
canal, he thought a relatively favorable adjustment should be 
given the southwest, to permit it to develop in line with its 
potentialities. 


“The export price, less the transportation, is the thing that 
fixes the price received by the producer,” he held. Because of 
that, he felt every consideration should be given to according 
the American farmer any advantage possible, in competing with 
the producer in the Argentine, Canada and other important 
grain exporting countries, by low export rates. His testimony 
was presented in behalf of the Oklahoma commission. 


Mr. Norris, who said he was principally an “fob” buyer— 
bought most of his grain at the ports—testified with reference 
to the mechanics of his business and the relative advantages 
of the ports commercially. He said all ports should be kept 
open and that, for the benefit of the farmer, the export rates 
should be as low as possible. He expressed himself as opposed 
to giving New Orleans any lower basis, relative to that apply- 
ing to the east coast from producing territory, than it now has. 
He said there was scarcely any movement east from Chicago, 
all-rail, and expressed himself as very much in favor of the 
water routes. 


Mr. Brookings said a lower rate from St. Louis to the Gulf 
Was essential to permit a movement of Kansas and Nebraska 
wheat in competition with the Texas and Oklahoma product. 
There was no movement all-rail from St. Louis to the Gulf ex- 
cept that of “distress” wheat, he said. Everything went via 
the barge line, he said, except when space was not available 
and it was necessary to ship via rail to fill a contract, or for 
some similar reason. Elaborating on the disabilities of the 
barge line, he said that in July, August and September of last 
year the barge line had facilities to handle only about 10 per 
cent of the wheat offered at St. Louis. 
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The testimony of Mr. O’Toole was in behalf of the Mari- 
time Association of the Boston Chamber of Commerce. He 
said he was the only surviving grain dealer at Boston. That 
was the result, he contended, of the half-cent differential, Bos- 
ton over Philadelphia, from Buffalo. He asked that all ex-lake 
rates from Buffalo be reduced and all the ports equalized. He 
held that, under the Hoch-Smith resolution, the Commission 
had the authority to remove the existing prejudice against Bos- 
ton, in line with its findings in the New England ports differ- 
ential case. 


LAKE CARGO COAL CASE 
The Traffic World Washington Bureau 


The Commission, to clarify the findings in its report and 
order in I. and S. No. 2967, the lake cargo coal case, 139 I. C. C. 
367, has “amended and corrected” them by finding “‘the proposed 
rates would be unjust and unreasonable and have not been justi- 
fied.” The original finding was merely that the rates had not 
been justified. 

This change, according to the supplemental order causing it 
to be made, was upon further consideration of the record. It 
is to be made in the last paragraph so that, in the printed report, 
the original being mimeographed, the finding and the announce- 
ment of what the Commission would do thereunder, will be as 
follows: 


We find that the proposed rates would be unjust and unreason- 
able, and have not been justified. We shall require the cancellation 
of the suspended schedules and discontinue this proceeding. 


No announcement was made by the Commission as to why 
it had “amended and corrected” the last paragraph. The answer 
of commissioners, when they are asked as to the why of a thing 
in a Commission report, always is that the report or opinion 
speaks for itself. In other words, the Commission assumes that 
there is no need of explanation or interpretation, any more than 
there is for an explanation or interpretation of the judgment or 
opinion of a judicial body. 

However, the understanding among those familiar with the 
work of the Commission is that the words “unjust and unrea- 
sonable” were inserted so that if and when the southern opera- 
tors, and/or railroads, take the matter to the courts, the latter 
will perceive that the Commission, in making the decision, stood 
on the first section, and whatever aids there might be in the 
law, such as section 15a and the Hoch-Smith resolution, for the 
accomplishment of the purpose of the law that there should be 
no unjust or unreasonable rates or charges for services to be 
rendered. The addition made by the supplemental order is also 
taken, as an answer, in a way, to the observation of Commis- 
sioner Eastman about the finding of “relative unreasonable- 
ness” swallowing the third section, and also as a recognition of 
Commissioner Taylor’s implied criticism, in his concurring view, 
of the failure of the Commission to give any meaning to the word 
“just” contained in the statute forty odd times. 


Practically nothing has been said by the Commission, in its 
thousands of reports, about the meaning of the word “just” as 
used in the statute. In some of them the words “just and 
reasonable” seem to be treated as meaning the same thing so 
that one or the other is mere surplusage. Instead of attribuitng 
to “just” a meaning other than that attached to “reasonable,” 
some critics have pointed out the Commission has invented the 
term “relative unreasonable” or “relatively unreasonable.” 

In World Publishing Co. vs. Davis, 16 Fed. (2nd) 130, the 
Director-General, in resisting a judgment on a Commission’s 
award of reparation, made the point that by declaring the rates 
on newsprint paper to Tulsa, Okla., to be “relatively unreason- 
able” the Commission had made a finding of undue prejudice and 
gone beyond the power given it by the federal control act. The 
court, in deciding against the Director-General, said it was “not 
to be presumed that because it (the Commission) used the words 
‘relatively unreasonable,’ it intended to make a finding it had no 
authority to make.” The court construed the finding as one of 
unreasonableness. The Railroad Administration paid the award 
so the decision of the trial court on that point stands as the 
law on the subject. : 


In the mimeographed decision in the lake cargo case the 
Commission said “we find that the proposed rates have not been 
justified. We shall require the cancellation of the suspended 
schedules and discontinue this proceeding.” The amended last 
paragraph notifies those concerned, it is believed, that the law 
as it stands, commands the Commission to consider rates made 
by different sets of carriers, under section 1, in their effect on 
the fortunes of shippers and carriers who may be affected and 
regardless of section 3 to condemn such as it considers “unjust” 
to shippers and/or carriers even if the rates are within the uppér 
and lower limits of reasonableness. In its report the Commis- 
sion said it was unnecessary for it to discuss the contention of 
the northern operators that the proposed rates would be unduly 
prejudicial and preferential. 

A thought on the subject of probable litigation in the case 
is that it will present to the courts the bald question whether 
the legislation of 1920, embodied in the transportation act, is 
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so broad that even when rates are admittedly within the upper 
and lower limits of reasonableness they may nevertheless be for- 
bidden, under section 1, because of their deleterious effect upon 
railroads and shippers in a part of the country not served by 
the carriers proposing the condemned rates. 

The case before the Commission was one of suspension and 
investigation. Section 15 (7) authorizes suspension of a new 
rate while the Commission inquires into its “lawfulness.” That 
part of the law also puts upon the carrier the burden of proof, 
“at any hearing involving a rate, fare, or charge increased after 
January 1, 1910, or a rate, fare, or charge sought to be increased 
after the passage of this act” to show that the “proposed in- 
creased rate” is “just and reasonable.” 

Suggestions, more or less technical, as to whether the facts 
and the procedure in this suspension case bring it wholly within 
the terms of section 15 (7), have been made since the decision 
was made. There were no “parties to the case” within the 
usual meaning of the term because the northern operators were 
merely witnesses in behalf of the protesting northern railroads. 
In the same way the southern operators were witnesses for 
the southern railroads. The latter and the northern carriers 
were respondents in a proceeding instituted by the Commission. 
One of the queries has been as to how southern witnesses could 
go before a court asking for relief, especially if the southern 
carriers declined to undertake judicial proceedings. 

None of the technical questions that have been suggested 
since the decision were raised before the Commission. That, 
however, it is believed, could have no effect in a court pro- 
ceeding, although it would be a fatal defect were the proceeding 
before the Commission judicial and the proceedings before the 

. court an appeal, in the judicial sense of the word. Therefore in 
addition to the bald question hereinbefore suggested, it is 
deemed possible the litigation may raise some of the questions 
that have herein been referred to as technical; that is, technical 
in the sense of having to do with methods and proceedings and 
not in the sense of being of small or no importance. 


LAKE CARGO CASE IN COURT 


The expected litigation on account of the Commission’s most 
recent decision in the lake cargo coal case, I. and S. No. 2967, 
has been begun in Anchor Coal Company vs. United States, 
Chesapeake & Ohio et al., in the federal court for the southern 
district of West Virginia. The Commission was not named as 
a respondent to a bill for an order of the court enjoining the 
enforcement of the Commission’s order in that case by the 
Interstate Commerce Commission and the United States. The 
bill asks for an injunction to prevent the enforcement of the 
order requiring the cancellation of the suspended schedules or 
to prevent the carriers from obeying it, and the setting aside 
of that order. The bill is signed by R. E. Quirk, E. L. Greever 
and J. V. Norman. 

The bill asks for a setting aside and annulment of the Com- 
mission’s order, dated February 21, and the amendatory sup- 
plemental order of March 8. It runs against not only the United 
States but also the railroads serving the southern coal fields, 
including the Cincinnati, New Orleans & Texas Pacific, a carrier 
not generally mentioned when lake cargo coal rates are under 
discussion, because its tonnage of lake cargo coal is relatively 
small. 


After reciting the filing of the tariffs of the southern car- 
riers and in a brief outline of the lake cargo coal rates 1925 
case, together with a mention of the reopening and other things 
done in connection with the formal docket case that preceded 
the suspension case, the bill asserts that notwithstanding the 
statement of the Commission that the carriers would not be 
justified in so doing, the railroads filed their tariffs making a 
reduction of 20 cents a ton in the rates from the southern fields. 
The bill asserts that the complaining operators are being vitally 
and adversely affected by the orders entered by the Commission 
in the suspension case. 


The operators averred and charged that they were entitled 
under the law to have the benefit of the reduced rates proposed 
by the railway companies serving them and had the lawful right 
to come to the court to show it that the order of the Commission, 
depriving them of the benefit of the reduced rates, was unlawful 
and should be set aside for the following reasons: 

Because the Commission did not merely exert the power 
conferred upon it by law to correct an unjust and unreasonable 
rate, “but made the order in the exercise of an assumed power 
to prohibit a rate just and reasonable in itself for the service 
performed and lawfully fixed by the railroad, because it deemed 
such rate inequitable to other shippers and railroads in other 
districts and that in doing so the Commission misconstrued the 
law and exceeded its authority, and deprived these plaintiffs 
of their rights under the law.” 

That the Commission made its order of February 21 upon 
erroneous constructions of the statutes and erroneous conclu- 
sions of law in that it held that the burden of justifying the 
proposed reduced rates was upon the carriers, whereas no such 
burden existed upon carriers proposing reduced rates; in that 
the Commission erroneously held that the burden of proof rested 
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upon the carriers to prove affirmatively that the proposed re. 
duced rates would not defeat the purpose of section 15 (a) of the 
interstate commerce act, and would not conflict with the duties 
of the Commission as prescribed by that section, whereas no 
such burden was placed upon the railway companies by that or 
any other section of the act, “and to impose that burden makes 
it practically if not literally impossible for any reduction of 
rates ever to be made by any railway company on its own 
initiative, and particularly so in this case, because it would be 
impossible for the railway companies to prove what the effect 
of the proposed reduced rates would be upon the aggregate 
annual net railway operating income of the rail carriers as a 
whole within the group to which they belong, as fixed by the 
Commission;” in that the Commission €rroneously held that 
the burden was upon the railway companies to prove affirma. 
tively that the proposed reduced rates were not in conflict with 
the provisions of the Hoch-Smith resolution; the bill declareq 
that that resolution added nothing to the law governing the 
fixing of rates by common carriers; in that the Commission 
did not find that any undue prejudice would be created by the 
reduced rates, did not find that the rates would violate the 
provisions of section 1, and did not find that they would violate 
any other section or any other provision of law obligatory upon 
common carriers, but said that they had not been justified be. 
cause they were relatively lower than the maximum rates fixed 
in Lake Cargo Coal Rates, 1925. ; 

The bill recites what the complainant operators contend 
are the duties imposed upon the Commission by section 15-a, 
and then asserts that that section does not confer upon the 
Commission power to remove discrimination or to establish 
a reasonable relationship in rates. It asserts that such powers 
as the Commission has in respect of those matters are found 
in other parts of the act. 

The southern operators in their bill assert that the Com- 
mission erroneously construed the law and reached a wrong 
conclusion when it undertook to say that the managerial action 
of the railway companies proposing the reduced rates was in 
any way affected by the alleged disagreement therewith on the 
part of their connecting lines which upon the hearing protested 
the reduced rates. 

The petitioning operators further alleged that unless the 
reduced rates were allowed to go into effect they would not be 
able to compete to any considerable extent with their northern 
competitors, and that that loss of business would impose upon 
them irreparable damage. 

All the foregoing has to do with the order as it was promul- 
gated on February 21. The complaining operators took note of 
the change made in the order on March 8, when the Commission 
said that it found that the proposed rates would be unjust and 
unreasonable, its original finding having been merely that the 
suspended schedules had not been justified. 


“The finding actually made in said report,” asserts the bill, 
“negatives the conclusion that the Commission actually found 
that the proposed rates were not just and reasonable, for it says: 
“We find that the proposed rates have not been justified.’ ” 

It was apparent, said the operators, that it could not be 
said that the question of whether or not the proposed rates 
were just and reasonable was not considered by the Commission. 
The finding actually made, they said, was based upon a lack of 
evidence, that is, ‘the failure, as the Commission held, of the 
proposing railway companies to introduce sufficient evidence to 
justify the reduced rates. The modification in the report made 
by the said supplemental order must, in the nature of the case, 
be said to be based upon affirmative evidence, for by it the 
Commission seeks to find affirmatively that the proposed rates 
will be unjust and unreasonable. It is respectfully submitted 
that this modification attempted to be made in the original 
report is a confession and admission by the Commission that 
its original report was erroneous, and is evidence of the allega- 
tions hereinbefore made that the order herein complained of 
was entered upon considerations other than that upon which 
it purports to be based.” 


The operators call attention to the fact that the amendment 
of March 8 did not allow the carriers the 30 days given by 
the law for their compliance with an order of the Commission. 

Hearing on the bill of southern operators asking for an order 
preventing the enforcement of the Commission’s order to cancel 
the suspended schedules has been set at Charleston, W. Va., on 
March 19. The task of defending the Commission’s report’ and 


order has been assigned to D. W. Knowlton, of the Commission’s 
law staff. 


CEMENT INVESTIGATION 


The Commission, in No. 20303, interstate rates on cement, 
in carloads, has denied the application of the Western Trunk 
Line committee to have that investigation broadened so as to 
have the entire cement rate scale included (see Traffic World, 
March 10). The inquiry is as to rates on cement for hauls of 
80 miles or less in the territory wherein the so-called 8182 basis 
of cement rates prevails. That territory is wider than Western 
Trunk Line territory, but includes the latter. 
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March 17, 1928 


THE ESCH APPOINTMENT 


The Traffic World Washington Bureau 


The Senate went into executive session early in the after- 
noon of March 16 to consider the nomination of Commissioner 
Esch. It was expected that the session would last until late in 
the day. Chairman Watson, of the Senate interstate commerce 
committee, reported the adverse vote of the committee on the 
nomination. It was understood that that would be the only 
majority report submitted and that a written report setting forth 
reasons Why the nomination should be rejected had not been 


prepared. dacs ; 
Expressing the opinion that considerations of the highest 


importance to the nation would dictate the confirmation of 
Commissioner Esch and that his rejection would be fraught with 
grave consequences that would appear to all on examination 
of the facts, Senator Fess, of Ohio, on behalf of the minority 
of the Senate interstate commerce committee that voted for 
confirmation of the appointment, filed with the Senate, March 
13, a report urging that Mr. Esch be confirmed. Continuing, 
Senator Fess, in the report, said: 


From the standpoint of ability and experience, he is eminently 

fitted for the position. From the basis of honesty and integrity, 
he is equal to the best in public life. Judged by industry and devo- 
tion to the public good, he merits the commendation of the entire 
ation. 
. Although at the commencement of the investigation by the com- 
mittee into his reappointment, there were numerous charges, both 
direct and indirect, assailing his personal integrity, these seem to 
have been all withdrawn. There would seem, in view of the state- 
ments that were made in the course of the committee hearings, by 
those senators who have been most critical of Mr. Esch, that there 
is no longer any attack upon his personal reputation, and that it is 
recognized that he is a man of absolutely spotless character, who 
would not intentionally or knowingly permit any improper influence 
to affect his decisions. (Note transcript of hearings, page 118.) 

The attack upon the official acts of Mr. Esch seem all to come 
down to what he has done on the lake cargo coal case; in that case, 
upon its first determination by the Commission he voted against 
Pennsylvania and Ohio as competitors of West Virginia, Kentucky, 
Virginia and Tennessee, and on the second submission of the case 
he voted in favor of Pennsylvania and Ohio. But it» appeared upon 
the hearing that in the interim between the two votes Mr. Esch, 
as did the rest of the Commision, had the benefit of extended further 
hearings, a mass of further evidence which embraced some 2,000 
pages of testimony and almost 200 documentary exhibits. He also 
had the benefit of extended briefs, running into hundreds of printed 
pages, and two days of oral argument before the full Commission. 
To the unbiased mind free from personal or sectional interest these 
facts supply ample ground for a man of unimpeachable character 
such as Mr. Esch is now admitted to be, upon which to change his 
position in a highly controversial rate case, which was described by 
former Commissioner Hall, who has consistently stood with the 
southern districts throughout in this litigation, as most ably and 
thoroughly tried. , a ; 

In substance, Mr. Esch is criticized in this proceeding because of 
an alleged erroneous conclusion of fact, to-wit, an erroneous con- 
clusion with respect to the cost of transportation, and second, with 
an erroneous understanding of the law, to-wit, the Hoch-Smith 
resolution. It is not a sound position to criticize a judge of admittedly 
spotless character because in the determination of an issue of fact 
on the strength of thousands of pages of testimony and hundreds of 
documentary exhibits, he agrees with the conclusion of the majority. 
The fact of the matter is that boiled down, the criticism is that Mr. 
Esch in determining the issue of the cost of transportation, relied too 
much upon distance and too little upon other transportation conditions 
which all affect cost. Does distance never enter into consideration 
of such situations? There is no rule of rate-making in the statute and 
there is no rule of rate-making, really, on the part of the Commission 
What the Commission does is all the result of its just and reasonable 
conclusion upon the record before it. In so far as Congress has ever 
given to the Commission anything that approaches a rule of rate 
making, it has relied upon distance in the long-and-short-haul pro- 
vision of section 4. Why, therefore, should the Senate condemn Mr. 
Esch because he also one consideration to the only element of 
transportation cost which the Senate has specifically said must be 
considered? 

Then as to the Hoch-Smith resolution, it would again appear 
that Mr. Commissioner Esch is not fairly to be criticized. There was 
and is still considerable doubt among the members of the Senate 
Committee and other members of the Senate with all their informa- 
tion respecting the history of this resolution, as to just what it means. 
In the light of this fact it is not strange that the Commission sought 
and secured from those in active practice before it, opinions respecting 
the meaning of this particular legislation. The members appearing 
before our committee left no doubt that it must be given, and is given 

by the Commission, the force of law; but even understanding it and 
accepting it as law, the Commission then has to interpret just what 
the law means. In so — after receiving the benefit of briefs by 
a multitude of practitioners before the Commission, it did reach a con- 
clusion, and on that conclusion it acted in this case, giving considera- 
tion to the resolution and to the conditions within the industry 
affected by the rates in question. 

Some idea of the task before the Commission in determining what 
the Hoch-Smith resolution meant may be gathered from the state- 
ment of Mr. Commissioner Aitchison, who, in commenting upon the 
briefs which were submitted to the Commission by way of interpre- 
tation of it, said that: 

“They are the most diverse lot of opinions that human minds ever 
Saw gathered together as to what this resolution meant.” (Transcript 
of committee hearing, page 196.) 

It does not appear reasonable that a body like the Senate, which 
confirmed Mr. Esch seven years ago with only three dissenting votes, 
would now condemn him as he approaches the end of his official life 
because in the exercise of his judicial discretion he has interpreted 
a vague and indefinite portion of the act under which the Commission 
mnctions, in a manner that is not satisfactory to certain litigants 
efore it. 

On behalf of these interests opposing Mr. Esch, only one witness 
appeared. He filed a voluminous printed pamphlet containing charges. 

is a curious coincidence that that pamphlet filed on behalf of the 
bituminous coal operators of West Virginia, Kentucky, Virginia and 

ennessee condemns Mr. Esch because he gave consideration to ‘‘con- 
ditions within the industry” (i. e., under the Hoch-Smith resolution) 
in the determination of this rate controversy, while the same 
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bituminous coal operators—acting through different counsel to be sure 
than was representing them before the committee, while pursuing the 
lake cargo litigation before the Commission filed specific petitions 
demanding that the Commission reopen the case and gice consideration 
to that very resolution in the determination of the controversy. 
(See Belcher’s statement, transcript of committee hearings, page 120; 
a ar" of August G. Gutheim, committee hearing, at pages 
et. seq. 

The - has been made by senators from these four southern 
states that the effect of the decision of the Commission in this lake 
cargo coal controversy is_to destroy the bituminous coal mining 
industry in those states. But this charge can hardly be made on the 
basis of the facts. The Commission in its report shows that the total 
shipments from these four states of this particular lake cargo business 
amounts to from 11.2 per cent to 12.6 per cent of their total produc- 
tion. See report of Interstate Commerce Commission, Lake Cargo 
Coal Rates, 1925, 126 I. C. C. 309, at page 354. Also see testimony 
of August G. Gutheim before the committee, transcript page '255. 

Furthermore, the last report of the Commission on this contro- 
versy, being the report in I. & S. Docket 2967, shows that testimony 
on behalf of the southern operators themselves then before the 
Commission, was to the effect that they had almost a monopoly of 
this market. As the evidence before the Commission also showed 
that something like fifty per cent of the lake cargo coal business 
consists of high-grade specialty fuels for domestic purposes which 
are produced in the south and which are preferred by the north- 
western domestic consumers, it seems fair to say, and, in fact, it is ad- 
mitted ~ the representatives of the southern operators in their 
hearings before the Commission, that the only real competition left 
in the market is for the steam coal business which consists of about 
fifty per eent of the total. Certainly under these circumstances it 
can hardly be claimed on the basis of fact that the action of the 
Commission will result in the destruction of the industry in these 
four states. 

In that connection it is to be observed that the Commission shows 
the trend of the tonnage of lake cargo coal from different producing 
districts in its reports. There is hereto appended a statement which 
is culled from the second report of the Commission in Lake Cargo 
Coal Rates, 1925, 126 I. C. C. 309 at page 346, and which has been 
brought up to date from the further record before the Commission 
in I. & S. 2967. (Tables omitted.) 

Under these circumstances it is respectfully submitted that the 
action of the Commission, including Mr. Esch, throughout this pro- 
ceeding, was such as not to support the charge that it was unfair, 
unreasonable, and improper, and that his confirmation should not be 
refused because thereof. 

The Interstate Commerce Commission is charged with duties 
connected with properties valued at perhaps 30 billions of dollars, 
ee 2 million people, operating a_ service that effects our 
entire population. Its administration involves the most complicated 
problems of the second industry of the nation. It was created to 
protect the public from possible injustices. It becomes the recipient 
of complaints and petitions in hundreds of cases arising out of rate 
disputes, and various other sources, cases involving hearings upon 
controverted issues whose records comprise thousands of pages of 
testimony, volumes of data to be examined, weeks and months and 
years of argument pro and con, demanding ability to weigh the 
evidence and decide the case in the light of the facts adduced. The 
judgments, to be just and reasonably satisfactory, must be the result 
of decisions reached impartially, free from political influence, sec- 
tional pressure, or local interest. A commissioner’s decision to be 
of value must be unhindered to judge by the facts upon which the 
case rests. 

The Interstate Commerce Commission, not unlike the Supreme 
Court, must be free from duress or threat, else its decisions will not 
be founded in justice and fairness, and its capacity as an adminis- 
trative agency will be totally ruined. There can be no justice where 
judgments are the result of threatened punishment. 

Rejection of this confirmation will be properly a warning to the 
members of this commission that in any decision the defeated 
litigant will appeal his case to the Senate for political treatment, 
making the appellate tribunal this political body instead of the 
court, the judicial body. 

The immediate result of such action will tend to destroy the 
independence of this great governmental agency, which for forty 
years and up to this time has been ,free from a breath of suspicion 
of any political bias or prejudice. ° 

If Mr. Esch is to be rejected because of his vote on a single case, 
then Mr. Aitchison is already informed of the fate that awaits him: 
it follows that the six other members who voted with him should 
be denied continuance, and the Commission, if this action is taken 
on the ground stated, should be either eliminated all together or 
at once reorganized. And if in one case, where the defeated litigant 
can appeal to this body with success, then in every case where a 
disappointed citizen loses his case before the Commission, he will 
be justified in appealing to the Senate rather than the court. 

On the other hand, the confirmation of Mr. Esch would be not 
only a recognition of long and useful public service, of eminent ability, 
and unquestioned integrity, but very much more important it would 
be in the interest of upholding the independence of a government 
agency, and an announcement to both litigants and the public that 
commissioners are free to reach decisions with small regard to threat 
or punishment, knowing that dissatisfied or defeated litigant will go 
into court if his case is just and not appeal to this body. 

There is no contention that the court decisions should not be 
discussed nor the commissioners should not be criticised in the Senate. 
Congress makes the Commission its agent in the task of regulating 
rates in interstate commerce, and charges it with the duty of fixing 
rates so that they will be just, reasonable, not unduly discriminatory, 
and not unduly prejudicial nor preferential. But nowhere in the 
act under which the Commission performs this function of Congress 
has Congress laid down a rule as to what constituted justness, rea- 
sonableness, undue prejudice and preference. Obviously the Com- 
mission must conclude on all the facts, and under the law what is the 
proper rate when a controversy comes before it, including the element 
of distance. 

In doing this as the servant of Congress, the Commission should 
not be penalized for attempting to carry out the direction, especially 
= : is armed with discretion rather than confined to hard and 

ast rules. 


The contention that Mr. Esch should be rejected because he 
changed his mind on the lake cargo case is not sound reasoning. If 
this contention infers that a change of mind on such a question is 
caused by selfish or unrighteous motives, it is not conclusive, even 
when there was no change of facts. A change of mind upon the 
same state of facts is not necessarily open to condemnation. Espe- 
cially is this true where there is a change of facts as in this case. 

In the second decision two considerations were involved, not 
stressed in the first case. The first case was decided upon the 
testimony that stressed prejudices as the cardinal issue, while the 
second case was decided mainly upon reasonableness of rates as the 
determining issue, and in addition, as has been stated before, the 
second case gave consideration and weight to the Hoch-Smith resolu- 
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tion which declared it ‘‘to be the policy in rate making to be pursued 
by the Interstate Commerce Commission in adjusting freight rates 
that the conditions which at any time prevail in our several industries 
should be considered in so far as it is legally possible to do so, to 
the end that commodities may freely move.”’ 

It is a question whether a decision on this second case upon the 
new statement of fact as interpreted in the light of the above resolu- 
tion can be regarded as a change of mind, when it is remembered 
that the former decision was based upon prejudice alone and not 
reasonableness of rates, as in the second case, and without the force 
of the Hoch-Smith resolution. Does it follow that a decision in the 
second case different from that in the first case is a change of mind? 
Commissioner Aitchison holds it is not a change of mind. If the 
issue is to be based upon the meaning of the resolution, it is a 
matter of the courts, not of the Senate. 

This effort to refuse confirmation seems no more than an attempt 
by defeated and dissatisfied litigants to punish the court (in this case 
the Commission) first because it reached a decision on an issue of 
fact contrary to their contention, and secondly, because the court has 
construed a law admittedly vague and indefinite in a manner that was 
adverse to their interests. There is not as the matter now stands 
and there cannot be any charge that either the Commission or the 
individual member whose confirmation is now before us, is anything 
but fair and impartial. In all former cases, so far as I know, the 
Senate has stood for an independent and untrammeled commission, 
and it is hoped that it will not depart from that principle in this case, 
but will sustain it by the confirmation of Mr. Esch. 


I. C. C. RESIGNATION REPORT 
The Traffic World Washington Bureau 


Senator Neely, of West Virginia, who announced in the 
Senate March 9 that he would offer a resolution calling on the 
Commission for a statement as to a newspaper report that mem- 
bers of the Commission were planning to resign because of the 
adverse action by the Senate interstate commerce committee 
on the Esch nomination, later decided to put his request in the 
form of an invitation. His remarks in the Senate were revised 
to express the hope on his part that the “Commission will 
promptly inform the Senate whether the article in question 
correctly states the attitude and the intentions of the members 
of the Commission in the matter of the pending Esch confirma- 
tion.” 

Senator Neely said March 10 that he expected the Commis- 
sion to respond to the invitation for a statement as to the news- 
paper réport. If the Commission did not respond, said he, be- 
fore the Senate took up the Esch nomination, he proposed to 
offer the resolution he originally intended to offer. The resolu- 
tion, after setting forth the newspaper report, reads as follows: 


Resolved, that the Interstate Commerce Commission be, and it 
hereby is, requested to inform the Senate at the earliest practicable 
moment whether the statements contained in such article relative to 
resignations of certain members of the Commission have any basis 
in fact, and whether such article was approved, or is now approved 
by any member of the Commission. 


One explanation for the basis of the newspaper report 
was that a member of the Commission had remarked that the 
Commission ought to resign in a body as the answer to the 
Senate committee’s action on the Esch nomination. Another 
version of the basis for the story was that the commissioner 
had not stated that, but that what he did say was that a friend 
of his had said that the Commission ought to resign in a body 
as a protest. 

Chairman Campbell, of the Commission, said he knew noth- 
ing about the newspaper report except that he read it when it 
was brought to his attention. 


‘ LAKE CARGO COAL RATES 


Senator Brookhart, of Iowa, has had reproduced in the Con- 
gressional Record an article by Dr. Gus W. Dyer in the South- 
ern Agriculturist of Nashville, Tenn., assailing the Commission’s 
decision refusing permission to the southern railroads to reduce 
their rates on lake cargo coal. The writer of the article said the 
plain purpose of the Commission in its rulings was so to regu- 
late the production of coal through the manipulation of railroad 
rates that business might be turned from the southern coal 
mines to Pennsylvania-Ohio mines. 

Dr. Dyer said the charge against the Commission was that, 
in fixing the coal rates, it did not determine the rates on the 
legitimate basis of rate fixing but that its fixed purpose was to 
bestow “a special privilege on one group of producers over their 
competitors, in order that they might take a large amount of 
business away from those competitors who had won this business 
in an open market under conditions of free competition.” He 
said any such exercise of government as that was not only un- 
warranted, but was antagonistic “to our whole theory of the 
functions of government.” Continuing, he said: 

Since the commision now interprets its power to regulate railroad 
rates to extend to the regulation of the industries, as coal mines, that 
furnish the tonnage for transportation, there is hardly any limit to 
the autocratic power of this political group over industry. 

Is it possible that the American people are willing to confer on a 
subordinate branch of the federal government the power of life and 
death over American industries, the power to driye consumers from 
the markets of their choice, and compel them to buy in other markets 
against their interests, the power to turn business through a manipu- 


lation of railroad rates, from one community to another, from one 
group of competitors to another? 

In one ruling of this agent of the new American autocracy, the 
Wall Street Journal estimates that from $50,000,000 to $60,000,000 
annually will be turned away from the producers who gained this 
business in open competition through superior efficiency over the less 
efficient producers who lost this business because they could not give 
the service to the consumers that their competitors were able to give. 
The cost of taking this business from the more efficient and giving 
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it to the less efficient will be assessed on the consumers. It is difficy 
to estimate the loss to those industries in the South whose owned 
built up this business under a hallucination that they had qa const, 
tutional right to sell their coal, under conditions of freedom, on ay 
market under the American flag. ’ 


RATES ON OIL 

Hearing in docket 20436, Commerce Petroleum Company 
against the A. T. & S. F. and others, was held at Chicago before 
Examiner Disque March 9. The complaint involves rates q 
crude, fuel, and gas oils from various points in the Mid-cop. 
tinent oil fields to Northfield, [ll., just north of the Chicago 
switching district. 

According to testimony introduced for the complainant by 
A. W. Peterson and A. A. Chelstrom, the rates complained of 
are 2144 cents over rates from the same origins to Chicago 
Unreasonableness was charged to the extent that they exceeg; 
th Chicago rates more than 1 cent. They contended a differey. 
tial of 1 cent would give adequate recognition to complainant; 
location with reference to Chicago. The existing rates, accor. 
ing to the testimony, are 1 cent under those applying to Mj. 
waukee. Northfield was said to be from 1 to 4 miles north 
of the limits of the Chicago switching district. 

J. E. Flanzberg, commerce assistant, C. & N. W., contendg 
that, in view of the fact that the carriers had established rat 
to Chicago 24% cents less than the Commission had ordered i 
the mid-continent petroleum cases, the rates complained of wer 
reasonable. Prior to March 2, 1928, at which time the rates jy 
compliance with the order in that case became effective, North. 
field was on the Milwaukee basis, he said. 


RATES ON WASTE PAPER 

Hearing in docket 20335 and Sub. 1 and 2, Mid-West Box 
Company against the Michigan Central and others, involving 
reparation on numerous shipments of waste paper, baled anj 
in carloads, from Chicago to La Fayette and Kokomo, Ind., wa 
held at Chicago before Examiner Disque March 12. The con 
plainants in the sub-numbers are the La Fayette Box Board & 
Paper Company and the Continental Paper Grading Company, 
According to testimony introduced by K. M. Wharry, represent: 
ing the complainants, the shipments moved between June, 1923, 
and October, 1924, and paid the class rate of 151% cents, mini 
mum weight 30,000 pounds, and 17 cents, minimum weight 24,00) 
pounds, to Kokomo. A rate of 16% cents was paid on the ship 
ments from Chicago to La Fayette. The contention of the com 
plainants was that, under the intermediate clause of a tariff 
held to be applicable, a commodity rate of 8 cents from Chicago 
to Peoria should have applied. R. A. Williamson, general freight 
agent, Nickel Plate, represented the carriers. 


CONSOLIDATION LEGISLATION 


The House committee on interstate and foreign commerce 
has practically completed consideration of the Parker railroad 
consolidation bill. A draft of the bill as agreed upon by the 
committee probably will be available the first of next week. 

No further action on the Fess consolidation bill has been 
taken by the Senate interstate commerce committee since the 
hearing held March 3. It is understood action may be deferred 
until the House committee has reported its bill. 


POSTAL RATE BILL 


The House committee on post office and post roads has ap: 
proved, with some amendments, H. R. 9296, the bill introduced 
by Chairman Griest, of the committee, providing for a revision 
of postal rates, The revised bill (H. R. 12030) has been intro- 
duced by Mr. Griest. Newspaper publishers sought restoration 
of the 1920 rates on second-class matter but the committee 
agreed to the 1921 rates. The bill provides for the restoration 
of the old rate of one cent each on private postal cards. 


DEFICIT SECTION BILL 


Senator Phipps, of Colorado, has introduced S. 3623, a bill 
to amend and to reenact section 204 of the transportation act 
providing for recovery of deficits incurred by short lines il 
the period of federal control. The bill provides for appeals in 
any case in which the Commission has refused to issue a certifi: 
cate under the section. It also provides that in any case in 
which the Director-General of Railroads has declined or shall 
decline to' recognize a claim filed by a carrier under section 1 
of the federal control act on the ground that in the first six 
months of federal control or any part thereof the applicant 
carrier was not under federal control, such carrier, if in other 
respects it is entitled to the benefits of section 204, may apply 
to the Commission for the certificate authorized by paragraph 
(g) of the section and the decision of the Director-General 
that such carrier was privately operated in the period involved 
shall be binding on the Commission. 


TELEPHONE DEPRECIATION BILL 
Representative Rathbone, of Illinois, has introduced H. 8 
11987, a bill to amend paragraph 5 of section 20 of the inter 
state commerce act so as to deprive the Commission of author 
ity to prescribe depreciation accounting for telephone companies. 


yarch 17, I 


Loss 
Case’ 


igest: 
Ors 


(Supren 
signed to V 
delivery to 
iocated in te 
gon Co., Li 
orleans & 1 

Where 
purvis, Mis 
at Prentiss, 
Co, at Pret 
delivery 21 
making WT 
and was ar 
made.—Ibic 

Where 
Magee & | 
intended, @ 
& Co., ass' 
that shipm 
he knew fr 
and delive 
chandise, 
original ot 

(Sprin 
per agains 
alleged fa 
would hav 
properly 1 
port berr: 
Assn. VS. . 

In ac 
strawberr 
proving ft 
evidence | 
in good « 
they were 
based act 
berries p 

Ordir 
in good | 
were in 
to carrie: 
ment or 

In ac 
pleads 8 
arises fr 
delivery 
ligence 1} 

Chal 
“neglige: 
trial, he 
appellat 

Whe 

petent e 

in brief 

ment of 


Tr 


(s 
receive 
whate\ 
of the 
sell th 
motor 
Comm 
Public 

U 
trans] 
vehic] 









No. 


Gifficy 
OWners 


Consti. 


on any 


MPany 

before 
tes On 
Lid-cop. 


ant by 
ned of 
hicagy, 
Xceed 
fferep. 
inant’s 
LCCON|. 
0 Mil. 
North 


fended 
| rates 
red in 
were 
tes in 
North. 


t Box 
Olving 
d and 
+» Was 
com: 
ard & 
pany, 
e Sent: 
1923, 
mini- 
24,000 
ship 
com: 
tariff 
icago 
eight 


nerce 
lroad 
y the 
veek, 
been 
> the 
arred 


3 ap: 
uced 
ision 
ntro- 
ution 
ittee 
ition 


bill 
act 
3 in 
s in 
rtifi. 
2 in 
hall 
yn 1 
six 
vant 
ther 
ply 
aph 
oral 
ved 


ter- 
101° 
ies. 


yarch 17, 1928 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


igests taken from Reporters and Digests of National Reporter 
en. published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


(Supreme Court of Louisiana.) Where shipment was con- 
signed to W. H. Magee & Co., it was duty of carrier to make 
delivery to that firm only and not to firm of J. T. Magee & Co., 
iocated in town to which goods were shipped.—Williams-Richard- 
son Co., Limited, vs. New Orleans & N. E. R. Co., in re New 
Orleans & N. E. R. Co., 115 So. Rep. 358. 

Where shipment was intended for W. H. Magee & Co., at 
Purvis, Miss., but goods were consigned to W. H. Magee & Co., 
at Prentiss, Miss., and goods were delivered to J. T. Magee & 
(o, at Prentiss, Miss., which claimed merchandise and accepted 
delivery and paid freight, carrier could not be excused for 
making wrongful delivery because its agent acted in good faith 
and was apparently imposed on by party to whom delivery was 

e.—Ibid. 

— shipper negligently directed shipment to W. H. 
Magee & Co., at Prentiss, Miss., instead of Purvis, Miss., as 
intended, and carrier’s agent, never having heard of W. H. Magee 
& Co. assumed that clerical error had occurred in initials and 
that shipment was intended for J. T. Magee & Co., which firm 
he knew frequently received consignments of goods from shipper, 
and delivered goods to J. T. Magee & Co., which claimed mer- 
chandise, accepted delivery, and paid freight, carrier on its 
original obligation of insurer held liable for loss.—Ibid. 

(Springfield Court of Appeals, Missouri.) In action by ship- 
per against carrier for damage to car of strawberries through 
alleged failure to ice, shipper’s requested instruction, which 
would have made carrier an absolute insurer of shipment, held 
properly modified to make carrier liable if it failed “to trans- 
port berries in good condition.”—Wentworth Fruit Growers’ 
Assn. vs. American Ry. Express Co., 1 S. W. Rep. (2d) 1028. 

In action by shipper against carrier for damage to car of 
strawberries, refusal to instruct that defendant had burden of 
proving freedom from negligence, where shipper had introduced 
evidence tending to show strawberries were loaded and delivered 
in good condition, and that when they arrived at destination 
they were in damaged condition, held proper, where shipper had 
based action upon negligence of defendant in failing to keep 
berries properly refrigerated.—Ibid. 

Ordinarily, when shipper shows that goods were delivered 
in good condition, and when they arrived at destination they 
were in deteriorated or damaged condition, burden is shifted 
to carrier to explain or account for damaged condition of ship- 
ment or to respond in damages.—Ibid. 

In action by shipper for damage to shipment, where shipper 
pleads specific negligence he cannot invoke presumption that 
arises from damaged condition of goods on their arrival after 
delivery in good condition, and burden on shipper to prove neg- 
ligence by reason of such allegation does not shift.—lIbid. 

Challenge of instruction on ground it did not define term 
“negligence,” where no complaint was made in motion for new 
trial, held without merit, since assignment was not before 
appellate court for review.—Ibid. 

Where in motion for new trial it was charged that incom- 
petent evidence was admitted, and evidence was not pointed out, 
in brief or elsewhere, of which complaint was made, held assign- 
ment of error was abandoned.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Ohio.) The duly appointed and qualified 
Teceiver of a motor transportation company, which has no assets 
whatever, either real or personal, cannot, without the consent 
of the Public Utilities Commission, dismiss an application to 
sell the certificate of public convenience and necessity of such 
motor transportation company filed with the Public Utilities 

ommission of Ohio prior to his appointment.—Blackmore vs. 
Public Utilities Commission et al., 160 N. E. Rep. 27. 

Under section 614-85, General Code, the receiver of a motor 
transportation company cannot operate any motor propelled 
Vehicle for the transportation of persons or property, or both, 
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for hire on any public highway in the state of Ohio except in 
accordance with the motor transportation act.—lIbid. 

Under section 614-87, General Code, the receiver of a motor 
transportation company cannot transfer a certificate of public 
convenience and necessity except with the consent of the Public 
Utilities Commission after a public hearing had thereon.—Ibid. 


ox 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 








ood 


(Circuit Court of Appeals, Fourth Circuit.) Where ship’s 
master informed chartere: that contract was null and void be- 
cause of delay, charterer was entitled to much latitude looking 
to preservation of its right under contract, including right to 
prevent removal of res beyond jurisdiction of court, and fact 
that at the same time as filing libel it tendered cargo for ship- 
ment under contract is not necessarily inconsistent therewith, 
but merely a precautionary step looking to protection of its 
rights.—Lloyd Adriatico Societa Di Navigazione vs. Consolidation 
Coal Co., Inc. The Adamello, 23 Fed. Rep. (2d) 579. 

Where a large part of coal had been received at pier for 
loading on ship in accordance with charter, and remainder was 
en route from mines, and was placed on shipboard within two 
days after expiration of time allowed for shipping charter was 
not canceled because of delay in loading.—Ibid. 

Where suit involving validity of charter because of char- 
terer’s delay in loading was conducted and prosecuted by agree- 
ment of parties, the fact that original libel was filed prematurely 
operated only to affect question of costs.—Ibid. 

(Circuit Court of Appeals, Ninth Circuit.) “Contract” is 
agreement creating obligation, in which there must be competent 
parties, subject-matter, legal consideration, mutuality of agree- 
ment, and mutuality of obligation, and agreement must not be 
so vague or uncertain that terms are not ascertainable—H. 
Liebes & Co. vs. C. Klengenberg, 23 Fed. (2d) 611. 

Trapper and fur trader held not entitled to recover for 
respondent’s failure to transport certain furs to San Francisco, 
where there was no valid contract for such transportation, in 
that number of skins to be transported was neither mentioned 
nor agreed on, and trapper was not required to have respondent 
transport all his skins.—Ibid. 


In libel for failure to deliver merchandise and supplies to 
peninsula in Arctic Ocean, evidence held sufficient to support 
finding that respondent breached contract to deliver such mer- 
chandise without legal excuse, in view of length of time seas 
were open, notwithstanding injury to ship in ice jam.—lIbid. 

Damages for respondent’s breach of contract to deliver mer- 
chandise and supplies to trapper at peninsula in Arctic Ocean 
should be computed on basis of invoice price at point of ship- 
ment, with interest, there being no market value at time and 
place of delivery, since “market value” is price at which goods 
can be replaced for money in market, not price for which they 
are sold at retail.—Ibid. 

Contract for transportation of supplies to trapper at point 
on peninsula in Arctic Ocean held maritime, so as to give 
admiralty court jurisdiction of libel for breach, in view of fact 
that supplies were purchased and placed on board ship for 
transportation.—Ibid. 


Trapper and fur trader, who made contract under which 
supplies were to be transported to point on peninsula in Arctic 
Ocean, held under no obligation to accept delivery of part of 
supplies at another point.—Ibid. : 

Courts of admiralty will apply rate of interest established 
by local law in determining damages for failure to transport 
goods.—Ibid. 


(Circuit Court of Appeals, Third Circuit.) Where a fraud 
has been committed by a third party, and the loss must fall on 
one of two innocent parties, the law lets it rest on the one whose 
act made possible the perpetration of the fraud.—MacAndrews 
& Forbes Co. vs. United States, 23 Fed. Rep. (2d) 667. 

Libelant made a shipment of furs on respondent’s ship. It 
employed a firm of brokers to make entry at the custom house 
and receive the shipment. This firm gave an order for the first 
to its trucking firm, which placed it in an unlocked drawer, 
from which it was stolen, and by means of it the thief obtained 
delivery of the furs. Held, that the negligence of the trucking 
firm, which made possible the theft, was imputable to libelant, 
and that respondent was not liable for the loss.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) Covenant of 
seaworthiness is measured by ship’s fitness in all respects to 
fulfill purposes of voyage contemplated when she breaks ground. 
—The Steel Navigator, 23 Fed. Rep. (2d) 590. 

Covenant of seaworthiness of ship, filling after peak at 
Calcutta with water, which overflowed and damaged tapioca 
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theretofore lifted at Batavia, held not to require her to break 
ground at latter port with clean peak and tight manholes, be- 
cause of contemplated lifting of latex, to be stored therein, at 
Sinapore; it being sufficient if she became fit, as respects latex, 
which was canceled at Singapore.—Ibid. 

Failure to make fast manhole covers of hold, in which 
tapioca was stowed, before filling after peak with water to 
restore ship’s trim following cancellation of latex, expected to 
be stowed therein, did not make ship unseaworthy, in absence of 
showing that it was apparent at port where tapioca was lifted 
that peak must be filled with ballast somewhere en route, if 
not filled with latex at next port; need for ballast depending 
entirely on cargo lifted at later ports and its stowage.—Ibid. 

Failure to make fast manhole covers over hold, in which 
tapioca was stowed, after cleaning after peak for stowing latex, 
which was subsequently canceled, held a fault in management, 
even if performance of covenant of seaworthiness comprised 
such duty and was deferred until ship broke ground at later 
port, where after peak was filled with water, which overflowed 
and damaged tapioca.—lIbid. 


THREE-YEAR LIMIT LITIGATION 


In No. 291, Peninsula Produce Exchange vs. New York, 
Philadelphia & Norfolk, the Supreme Court of the United States, 
March 12, per curiam, affirmed the Court of Appeals of Mary- 
land on authority of Kansas City Southern vs. Wolf, 261 U. S. 
133, 139, 140; and Danzer & Co. vs. Gulf & Ship Island, 268 
U. S. 633, 636. The Peninsula Produce Exchange sought to 
recover alleged overcharges for refrigeration or icing protection 
the carriers alleged they furnished in connection with the ship- 
ment of three carloads of strawberries from Marion, Md., to 
Buffalo, N. Y. The exchange lost in the lower courts and sought 
a review by the highest court. (See Traffic World, Feb. 18, 
p. 390.) 


SHORT LINE DEFICIT CASE 


In No. 725, Wyandotte Terminal Railroad Co. vs. United 
States, the Supreme Court of the United States, March 12, de- 
nied a petition of the railroad for a writ of certiorari to the 
United States Court of Claims. The railroad said the sole ques- 
tion involved was the jurisdiction of the Court of Claims under 
section 204 of the transportation. act. The petitioner claimed 
money for the deficit it incurred in the period of federal control 
from January 1, 1918, to June 26, 1918. The carrier was held 
by the Commission to have been under federal control at that 
time and the deficit claim was not allowed. A board of referees 
held that the carrier was entitled to recover $28,506 as just 
compensation for the use of its property in the period, January 
1 to June 26, 1918. The Director-General refused to pay. The 
Court of Claims dismissed a second amended petition of the 
railroad for want of jurisdiction. 


PERSONAL INJURY CASE 


In No. 747, Atlantic Coast Line vs. C. M. Tyner, adminis- 
trator, a personal injury case, the Supreme Court of the United 
States, March 12, granted a petition for a writ of certiorari to 
the Supreme Court of South Carolina. 


ABANDONMENT ORDER ATTACKED 


Applitation for a court order setting aside a Commission 
order has been made in Bessemer Commercial Association et al. 
vs. United States, Interstate Commerce Commission and Du- 
luth, South Shore & Atlantic, filed in the federal court for the 
western district of Michigan, northern division. The petitioners 
ask the court to review the decision of the Commission, in 
finance No. 6194, abandonment of Bessemer branch by the Du- 
luth, South Shore & Atlantic (see Traffic World, February 11, 
p. 330), in connection with which it authorized the applicant 
to abandon the operation of a 2.3 mile branch extending from 
Bessemer, Mich., to Bessemer Junction. 

The petition alleged that the findings of fact made by the 
Commission were unreasonable and unlawful and against the 
overwhelming weight of the evidence; that the order of the 
Commission was discriminatory and extremely prejudicial to 
the rights and interests of the petitioners and a large number 
of other people engaged in various enterprises along and in the 
vicinity of the branch line. 

Since the decision was made, the petitioners say, they have 
been informed and have good reason to believe that they have 
new and additional evidence which they ask the right to pre- 
sent to the court for its further consideration of the questions 
of fact involved in this case. They assert that they have reason 
to believe that new industries will be built on the branch and 
that they will make it a most profitable one. 


FREIGHT THIEVES SENTENCED 


Information has been received at the U. S. Department of 
Justice from Detroit, Mich., of a sentence imposed on John C. 
Murphy, of terms of imprisonment running consecutively for a 
period of ten years in the Leavenworth penitentiary, and Archi- 
bald Taylor, of a sentence of three years. These sentences 
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followed pleas of guilty by Taylor and Murphy of extensive 
operations in thefts from interstate commerce in a period of 
several months in 1927. They were arrested on freight cars having 
in their possession a crow bar and pliers and as a result of the 
investigation which followed the thefts of several hundreq 
dollars’ worth of freight in transit was disclosed. A third party 
to these interstate thefts was Arthur Nonn. At the time of the 
convictions of Taylor and Murphy, Nonn was a fugitive from 
justice. He was later apprehended and on entry of a plea of 
guilty, was given sentence of seven years in the Leavenworth 
penitentiary. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended March 8 totaled 
959,537 cars, according to reports filed by the carriers with 
the car service division of the American Railway Association. 
This was an increase of 89,947 cars over the preceding week, 
which included the Washington’s Birthday holiday, with in- 
creases being reported in the total loading of all commodities 
except coal and coke, which showed slight decreases. The 
total for the week ended March 3 was a decrease of 30,326 cars 
below the same week in 1927 and a decrease of 5,472 cars com- 
pared with the corresponding week two years ago. 

Revenue freight loading by districts the week ended March 
Heme for the corresponding period of 1927 was reported as 
ollows: 


Eastern district: Grain and grain products, 7,482 and 8,605; live 
stock, 2,777 and 2,422; coal, 39,456 and 48,195; coke, 2,702 and 3,166; 
forest products, 6, 573 and 5, 645; ore, 959 and i, 1688; merchandise, © 
L., 69,619 and’ 70,627; miscellaneous, 88,454 and 87,677; total, 1928, 
218, 022; 1927, 228, 025; 1926, 235,567 

Allegheny district: Grain and grain products, 3,339 and 3,773; live 
stock, 1,849 and 2,083; coal, 38,381 and 56,052; coke, 5,342 and 6,065; 
forest products, 2,834 ‘and 2, 998; ore, 1,868 ‘and 2,068; merchandise, L. 
C. L., 55,238 and 64, 672; miscellaneous, 78,258 and 79, 549; total, 1928, 
187, 109; 1927, 207,260; 1926, 196,404. 

Pocahontas district: ‘Grain and grain products, 233 and 254; live 
stock, 81 and 73; coal, 37,122 and 41,634; coke, 468 a 571; forest prod- 
ucts, 1,963 and 1 ,565; ore, 99 and 87; merchandise, C. L., 7,545 and 
ton siniscellaneous, 5,764 and 5,549; total, 1928, * 53 275; 1927, 57,403; 

Southern district: Grain and grain products, 4,717 ae 4,156; live 
stock, 2,119 and 2, - coal, 27,321 and 30,099; coke, 579 and 831; forest 
products, 20,556 and 18, 766; ore, 1,216 and i, 178; merchandise, L. C. L., 
42,271 and 41, 751; miscellaneous, 58, 285 and 58, $20; total, 1928, 157,064; 
1927, 157,781; 1926, 160,636. 

‘Northwestern district: Grain and grain, products, 14,724 and 9,619; 
live stock, 9,592 and 8,219; coal, 8,227 and 7,291; coke, 1, 769 and 1,428; 
goons products, 21,888 and 22, 774; ore, 466 and 621; merchandise, ae 

32,876 and 33, 376; miscellaneous, 35,929 and 35, 761; total, 1928, 125,- 
Mi: 1927, 119,089; 1926, 115,503. 

Central Western district: Grain and grain products, 16,612 and 
11,847; live stock, 11,706 and 10, “s coal, 15,470 and 22,250; coke, 335 
and 362; forest products, 9,805 and 8,748; ore, 3,848 and 3, 976; merchan- 
dise, L. C. L., 34,595 and 35, 364; miscellaneous, 50,440 and 49, 879; total, 
1928, 142,811; 1927, 143,089; 1926, 132,547. 

Southwestern district: Grain and grain poe, 5 6,341 i. 5,215; 
live stock, 2,497 and 2,391; coal, 5,723 =. 7, ia coke, 156 and 155; "tor- 
est products, 8,123 and 8, 685; ore, 369 and 468; merchandise, " 

16,505 and 17 014; miscellaneous, 36,071 and 8, 655; total, 1928, 15, 785; 
1927, 77,216; 1926, ; 

Total, all roads: Grain and grain products, 53,448 and 43,469; live 
stock, 30,621 and 28,031; coal, 171,700 and 213,154; coke, 11,351 and 
12,5783 forest products, 71,742 and 69, 181; ore, 8, 825 and 10, 086; merchan- 
dise, i & Se. 58,649 and 260,474; “miscellaneous, 353, 261 and 352,890; 
total, 1928, 959, 537; 1927, 989, 863; 1926, 965,009. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 
Four weeks in January........cccee- 3,447,723 3,756,660 3,686,696 
Four weeks in February.............. 3,589,694 3,801,918 3,677, = 
Week ended March 32..........eseeeee 959,537 989,863 965.0 
EE. - pie eed be bacoauwaewnee han 7,996,954 8,548,441 8,329,037 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
February 15, was 71.9, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
The percentages, by classes of equipment, were as follows: Box, 
64.2; refrigerator, 79.4; coal and coke, 76.7; stock, 86.7; flat, 
80.4; tanks and others, 94.5. By districts the percentages for all 
classes of equipment were as follows: Eastern, 63.9; Allegheny, 
79.4; Pocahontas, 66.4; Southern, 72.6; Western, 73.4. 

The semi- monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of February 15, showed 
the following: Eastern district, 98.7 as against 100.1 a year ago; 
Allegheny, 101.1 as against 99.7 a year ago; Pocahontas, 80 as 
against 77.5 a year ago; Southern, 97.6 as against 98.6 a year 
ago; Western, 97.3 as against 97.7 a year ago; all districts, 97.6 
as against 97.9 a year ago; Canadian roads, 96.9 as against 95.8 
a year ago. 


UNSOLICITED MERCHANDISE BILL 


Representative Watson, of Pennsylvania, has introduced 
H. R. 11921, a bill to prohibit the sending of unsolicited mer- 
chandise through the mails. The bill would authorize the 
Postmaster-General to make exceptions as to religious, char- 
itable, or eleemosynary societies or institutions that would pledge 
the payment of return postage if the merchandise were unde- 
liverable or refused. 
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Freight Rates 


Twenty-fourth of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Tariff Publication Organizations 


Tariffs prepared by the tariff bureaus of individual roads 
are compiled, checked, and edited by the corps of tariff clerks 
under the direction of the chiefs of the tariff bureaus. This 
pranch of the traffic department is supervised by a general 
freight agent or an assistant general freight agent of the car- 
rier. Smaller roads, that issue only a few tariffs, do not have 
elaborate tariff publishing organizations. One clerk or several 
clerks of the general freight department, under a chief clerk, 
compile and prepare tariffs for publication as members of the 
rate bureau or of the general traffic department. Larger roads, 
and even those of moderate size, however, usually have complete 
tariff room organizations which function as the twin lobes of 
the rate bureaus in translating rate needs or requirements into 
tariff actualities, under the responsible supervision of the chiefs 
of the rate and tariff bureaus, respectively, and under the gen- 
eral direction of a general freight officer. 


Railroad Freight Tariff Bureaus 


Railroad freight tariff bureaus are organized along substan- 
tially similar lines. A chief of tariff bureau is responsible for 
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the compilation, checking, editing, printing, and filing of all 
tariffs issued by the road with the state commissions and the 
Interstate Commerce Commission, as well as for controlling 
the distribution of the tariffs among the roads interested in the 
issues and to the public. Each railroad tariff bureau resembles, 
in many ways, a publishing house in which the rough materials 
or rate data are compiled, arranged, checked, and published into 
books of varying sizes under conditions that sometimes are far 
from easy. Extraordinary accuracy is necessary, and yet a 
great deal of pressure is brought to speed the work in order 
to get the tariffs and supplements out in time to comply with 
the orders of the Commission or of state commissions or to 
meet the requirements of the carriers or the public. 

The chief of the tariff bureau is responsible for all tariffs 
published by his road and for the issues of other roads and 
agencies to which the carrier has given concurrence as a par- 
ticipating carrier. Each tariff issue and every supplement must 
have proper attention to prevent costly errors in typing or 
errors in calculation that may result in the rejection of the 
tariffs by the Commission or the state commissions. 

An assistant chief of tariff bureau or a chief clerk assists 
the head of the tariff’ bureau in distributing work, supervising 


Tariff 
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the efforts of the compilers and clerks and in acting as con- 
sultant to the heads of the several subdivisions of the office. 


Compilation 


The actual work of tariff compilation from the rate data 
received from the recommendation advises issued by the freight 
association and from the orders of the state regulatory com- 
missions and the Interstate Commerce Commission, is under 
the direct supervision of a chief or head tariff compiler. Under 
this special deputy head of the tariff bureau, the typical tariff 
room organization is subdivided into a number of desks each 
manned by a tariff compiler and several clerks. Each special- 
izes in certain territories or types of rates. In the tariff bureau 
organization outlined in Figure No. 1, the tariff compilation sec- 
tion has a chief tariff compiler, a local tariff desk, a joint or 
“foreign tariff” desk, a desk that attends to tariff indices only 
and a number of desks specializing in certain types of tariff 
publications. Each desk is responsible for the tariffs it pre- 
pares from the stage of the crude material, through the com- 
pilation, editing, printing, proof reading, and binding of the tar- 
iffs, to the finished product ready for filing. Questions of fact, 
interpretation, and procedure are raised by the tariff compilers 
with the chief compiler, and sometimes by this deputy with 
the head of the tariff bureau. 


Distributions 


Another branch of the tariff bureau under a chief of tariff 
distribution attends to the preparation of mailing lists for tariff 
distribution and to the placing of the tariffs on file with the 
agents of the carrier or with the agencies of connecting lines. 
This section also attends to the filing of the tariffs with the 
proper state regulatory commissions or with the Interstate 
Commerce Commission, and to the posting of files of tariffs in 
the principal offices of the railroad and proper files at other 
stations, as required by law. 

Clerks of the tariff distribution section also attend to the 
billing of other carriers for their proportions of the expenses 
of tariff distribution and other tariff expenses. A,.stock room 
force attends to the supplies of tariffs on hand, to the forward- 
ing, by railroad, mail, express, or United States mail services, 
the tariffs for other roads or agents, and the disposition of 
canceled and reissued tariffs and supplements. 


Percentage or Division Publication 


Many railroads have sections of tariff bureaus that attend 
to the distribution or “prorating” of the revenues among Car- 
riers parties to the tariffs. The percentage distribution of each 
rate published by the carrier among the carriers parties to the 
tariffs is determined by agreement among the carriers and pub- 
lished for the confidential information of the roads in the form 
of division sheets. These sheets indicate the percentage or 
“prorate” of each carrier participating in through rates and 
routes. 

Divisions are established by concurrent agreement of the 
carriers subject to the right of the Commission to prescribe 
divisions of rates among the carriers in the event they are un- 
able to agree. The interstate commerce act, as amended by the 
transportation act of 1920, endows the Commission with broad 
powers in the regulation of joint rates. The Commission may 
prescribe equitable divisions for the future and it may order 
the adjustment of present divisions on what it considers equita- 
ble terms. The act directs the Commission, in prescribing divi- 
sions, to take into consideration, among other factors: 


1. The efficiency with which the several carriers concerned are 
operated. 


2. The amount of revenue required to pay the operating expenses, 
taxes, and a fair return on the railway property used in transporta- 
tion service by the respective carriers. 


3. The importance of the transportation service of the respective 
carriers to the public. 


4. The status of each carrier as an originating, intermediate or 
Te line. 


. “Any other fact or circumstance which would ordinarily, with- 
out regard to the mileage haul, entitle one carrier to a greater or less 
proportion than any other carrier of the joint rate, fare or charge.’ 


The divisions or percentage sections of the tariff bureaus 
of the carriers work out the relative proportions of each rate 
via each joint route, subject to the regulations of the Commis- 
sion. 

The volume of stenographic and typing work incident to 
tariff preparation and distribution and the complex files re- 
quired as permanent records, are maintained by the stenog- 





Interstate Commerce Act, Section 15. 
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raphers and file clerks of the tariff bureau. These employes, 
in some cases, report to the heads of the tariff desks, while, in 
other cases, they are directly under the supervision of the chief 
of the tariff bureau or the chief clerk. 

Certain carriers have another subdivision appended to the 
tariff bureau organization—the connecting line or joint line 
department. This section of the tariff bureau is responsible for 
the examination of the tariff issues, supplements, and division 
sheets issued by connecting lines in which the carriers par- 
ticipate. Routes, rates, and junctions, and the proportions of 
through rates provided for by the foreign lines are checked to 
protect the interests of the concurring carriers. 
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7. The obtaining of concurrences from participating connections 

8. The compilation of rate data in connection with the rate bu- 
reau of the carrier. 

. 9. The computation of mileage figures in connection with the rate 
ureau, 

10. Attendance of the chief of tariff bureau or his assistant at 
system and freight association rate meetings. 

11. Attendance of the chief of tariff bureau or his assistant at 
state commission and Interstate Commerce Commission hearings that 
have bearing on the carrier's tariffs. 

12. The conduct of correspondence with the state commission's 
tariff bureaus and with the bureau of tariffs of the Interstate Com. 
merce Commission in connection with tariffs issued or concurred jn 
by the carrier. 

13. The assistance in handling tariff matters in connection with 
complaints before the state commissions or the I. C. C 


ORGANIZATION CHART 
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Figure No, I, 


The organization chart shown in Figure No. 1 may be con- 
sidered typical of the general plan of organization of a large 
railroad tariff bureau. 


Functions in General 


The functions of a typical railroad freight tariff bureau may 
be summarized as follows: 


1. The preparation, compilation, and publication of tariffs and 
supplements. 

2. The negotiation of contracts for printing tariffs and supple- 
ments. 

3. The preparation and revision of mailing lists. 

4. The distribution of tariffs and supplements to agents of the 
home road and connecting lines and the distribution of these publica- 
tions to shippers and others on the mailing lists. 

5. The negotiation of percentage or arbitrary distribution of joint 
rates among participating carriers. 

6. The preparation and distribution of division sheets among 
interested carriers. 


14. Preparation of tariff references and other data for exhibits 
in complaints before commissions or courts of law. 

15. Appearance of members of the departments—usually the chief 
<. her tariff bureau—as witnesses in cases before the courts or com- 
missions. 

16. Cooperation with the tariff bureaus of the freight associa- 
tions or tariff publishing agents in preparing agency tariffs. 

17. Granting concurrences to connecting carriers, binding the line 
to participation in tariffs issued by other roads. 


Freight Association Tariff Bureaus 


The tariff bureaus of the freight associations and of the 
tariff publishing agencies are substantially similar, in organiza- 
tions and functions, to those of individual railroads. The mem- 
ber railroads contribute prorata to the general fund that sup- 
ports the freight associations. Out of this fund are paid the 
salaries of the officers and employes of the association’s several 
bureaus, including the tariff bureaus. The tariff publishing agents 
are responsible to the chairmen of the associations, and the 
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iatter to the member lines through the executive committees. 
The rate data for publication come to the tariff publishing agents 
through the standing, general and special rate committees— 
after approval by the carriers—through the chairmen of the 
associations. These rates are compiled, concurrences are ob- 
tained from participating carriers, printing is arranged for, the 
tariffs are checked and published, and the tariffs are distributed 
much as in the-tariff bureaus of individual railroads. 

The requisite number of tariffs are sent to each member 
line and the cost of the tariffs is distributed accordingly. Tar- 
ifs are sent to those who request them, if the requests are 
approved by the member roads. 

The size and expense of the large agency makes the problem 
of distribution difficult to solve. The mailing lists of the agen- 
cies are carefully revised so that no tariffs are distributed 
needlessly. Requests for tariffs in which all roads approve are 
flled and the expense distributed among the carriers, though 
individual carriers may request tariffs to be sent to those whom 
they wish to receive them if the carriers are willing to assume 
the full expense. The promiscuous distribution of tariffs is a 
great waste which shippers and carriers alike should seek to 
eliminate. Only tariffs that are vitally needed should be re- 
quested by shippers, for, indirectly, the persons who pay freight 
charges ultimately bear the burden of tariff publication and 
distribution expense. 

Figure No. 2 is typical of the organizations found in many 
tariff publishing agencies of freight traffic associations. 


BIG ROAD FIGURES 


Class I railroads with. annual operating revenues above 
$25,000,000 had an aggregate net railway operating income in 
January, 1928, of $49,625,973, as compared with $51,656,764 in 
January, 1927, according to the monthly statement prepared by 
the bureau of statistics of the Commission from carrier reports. 
The figures covering operating revenues, operating expenses, net 
railway operating income and operating ratio, for the individual 
roads, follow: 

Net Oper- 


railway ating 
Operating Operating operating ratio 
revenues expenses income 
Total—Roads reported: 
1928 $392,272,947 $311,187,898 $49,625,973 79.3 
1927 415,624,951 331,905,830 51,656,764 79.9 
New England Region: 
Boston & Maine— 
1928 5,912,834 4,567,107 803,486 17.2 
1927 6,225,025 5,009,954 655,430 80.5 
New York, New Haven & Hartford— 
1928 10,301,119 7,880,847 1,318,239 76.5 
1927 10,848,552 8,817,394 796,907 81.3 
Great Lakes Region: 
Delaware & Hudson— 
1928 2,931,137 2,805,270 19,909 95.7 
1927 3,376,005 3,083,434 136,866 91.3 
Delaware, Lackawanna & Western System— 
1928 6,102,606 4,753,190 859,546 77.9 
1927 6,492,810 5,444,216 541,082 83.8 
Erie (including Chicago & Erie)— 
; 1928 8,955,140 7,710,661 421,955 86.1 
1927 9,218,992 8,283,182 237,590 89.8 
Lehigh Valley— 
1928 5,120,159 4,949,717 *152,484 96.7 
1927 5,815,977 5,189,048 158,895 89.2 
Michigan Central— 
1928 6,913,668 4,980,792 1,375,523 72.0 
1927 6,759,916 5,019,103 1,269,213 74.3 
New York Central (including Boston & Albany)— 
1928 28,663,798 22,722,642 3,629,575 79.3 
1927 30,814,879 24,759,965 3,768,363 80.4 
New York, Chicago & St. Louis— 
1928 4,248,793 3,140,341 570,425 73.9 
1927 4,358,967 3,401,106 464,842 78.0 
Pere Marquette— 
1928 2,901,514 2,339,194 245,749 80.6 
1927 3,028,589 2,384,538 340,273 78.7 
Pittsburgh & Lake Erie— 
1928 2,298,481 2,018,691 433,559 87.8 
1927 2,715,776 2,417,926 616,521 89.0 
Wabash— 
1928 5,231,107 4,107,944 571,067 78.5 
1927 5,315,009 4,233,123 544,721 79.6 
Central Eastern Region: 
Baltimore & Ohio— 
1928 17,649,369 14,598,303 1,907,124 82.7 
1927 20,124,086 16,151,465 2,881,805 80.3 
Central of New Jersey— 
1928 4,173,890 3,401,902 469,028 81.5 
1927 4,400,982 3,763,836 370,684 85.5 
Chicago & Eastern Lilinois— 
1928 2,001,167 1,762,027 *4,470 88.0 
1927 2,403,360 1,942,491 226,792 80.8 


Cleveland, Cincinnati, Chicago & St. Louis— 


1928 7,071,780 5,720,024 769,288 80.9 

1927 7,364,566 5,988,728 893,303 81.3 
Elgin, Joliet & Eastern— 

1928 1,896,305 1,362,984 278,731 71.9 

1927 1,961,714 1,364,663 356,750 69.6 
Long Island— 

1928 2,919,610 2,548,521 176,101 87.3 

1927 2,823,622 2,466,869 154,831 87.4 
Pennsylvania— 

1928 48,088,784 38,706,496 6,249,647 80.5 

1927 53,723,393 45,634,595 4,633,136 84.9 
Reading— 


822,984 84.3 


1928 6,937,829 eee ees 
6, 1,352,158 78.7 


1927 7,913,130 23,988 


THE TRAFFIC WORLD 665 
Net Oper- 
railway ating 
Operating Operating operating ratio 
revenues expenses income % 
Pocahontas Region: 
Chesapeake & Ohio— 
1928 9,921,300 7,197,248 2,222,628 72.5 
1927 10,975,944 7,614,251 2,739,511 69.4 
Norfolk & Western— ’ 
1928 7,856,685 5,438,114 1,784,583 69.2 
1927 9,401,735 6,369,766 2,364,657 67.8 
Southern Region: 
Atlantic Coast Line— 
1928 6,520,876 5,139,659 836,728 78.8 
1927 7,409,747 5,625,650 1,298,771 75.9 
Central of Georgia— 
1928 2,019,409 1,623,601 285,029 80.4 
1927 2,333,056 1,821,867 383,573 78.1 
Illinois Central— 
1928 12,306,226 9,704,686 1,868,474 78.9 
1927 12,693,655 9,797,920 1,963,658 77.2 
Louisville & Nashville— 
1928 11,141,015 9,058,962 1,503,049 81.3 
1927 11,588,241 9,441,026 1,572,030 81.5 
Seaboard Air Line— 
1928 5,183,481 4,057,955 669,058 78.3 
1927 5,856,871 4,575,254 819,627 78.1 
Southern— 
1928 11,158,584 8,519,274 1,660,251 76.3 
1927 11,730,738 9,052,485 1,770,618 17.2 
Yazoo & Mississippi Valley— 
1928 2,162,533 1,763,733 162,770 81.6 
1927 2,325,705 1,786,066 272,716 76.8 
Northwestern Region: 
hicago & North Western— 
1928 10,422,302 8,684,625 887,328 83.3 
1927 10,812,581 9,277,521 550,850 85.8 
Chicago, Milwaukee & St. Paul— 
1928 11,967,611 9,811,811 972,402 82.0 
1927 11,776,259 10,119,659 518,207 85.9 


Chicago, St. Paul, aa & Omaha— 


928 2,104,837 1,888,765 48,574 89.7 

1927 2,001,866 1,807,429 58,958 90.3 
Great Northern— 

1928 6,941,786 5,861,899 376,601 84.4 

1927 6,677,040 5,746,080 302,279 86.1 
Minneapolis, St. Paul & Sault Ste. Marie— 

1928 3,304,385 2,874,531 91,213 87.0 

1927 3,253,441 2,812,442 108,212 86.4 
Northern Pacific— 

1928 6,457,622 5,482,323 685,535 84.9 

1927 5,969,623 5,257,172 343,555 88.1 


Caen R. R. & Navigation Co.— 


928 2,059,813 1,907,250 *172,046 92.6 


1927 1,881,092 1,691,942 *80,053 89.9 
Central Western Region: 

Atchison, Topeka & Santa Fe— 

1928 14,777,171 11,126,082 2,447,711 75.3 

1927 16,144,540 11,196,689 3,469,720 69.4 
Chicago & Alton— 

1928 2,236,059 1,936,892 *10,262 86.6 

1927 2,392,892 1,862,126 256,072 17.8 
Chicago, Burlington & Quincy— 

1928 12,652,136 8,784,451 2,678,357 69.4 

1927 11,896,797 8,750,916 1,906,757 73.6 
Chicago, Rock Island & Pacific— 

1928 10,095,499 7,964,262 1,092,806 78.9 

1927 10,386,563 8,336,399 977,653 80.3 
Denver & Rio Grande Western— 

1928 2,684,736 1,964,188 607,349 73.2 

1927 2,638,567 1,904,352 615,825 72.2 
Oregon Short Line— 

1928 2,836,149 1,981,189 519,653 69.9 

1927 2,500,860 1,777,327 412,913 71.1 
Southern Pacific (Pacific Lines)— 

1928 15,280,059 11,908,453 1,897,808 77.9 

1927 15,388,059 12,015,019 1,893,604 78.1 
Union Pacific— 

1928 8,181,620 5,584,337 1,744,345 68.3 

1927 7,381,675 5,243,507 1,320,796 71.0 

Southwestern Region: 

Gulf, Colorado & Santa Fe— 

1928 2,074,705 1,813,523 26,648 87.4 

1927 3,647,089 2,573,356 766,546 70.6 
Missouri-Kansas-Texas— 

1928 2,627,092 1,796,198 630,890 68.4 

1927 2,818,614 1,938,692 746,910 68.8 
Missouri-Kansas-Texas of Texas— 

1928 1,572,543 1,275,283 101,619 81.1 

1927 1,930,051 1,414,675 278,930 13.3 
Missouri Pacific— 

1928 10,138,598 7,975,320 1,362,180 78.7 

1927 10,535,302 8,169,050 1,522,101 77.5 
St. Louis-San Francisco— 

1928 6,419,134 4,706,469 1,404,814 73.3 

1927 6,786,183 4,883,863 1,624,619 72.0 
Texas & New Orleans— 

1928 5,239,765 4,779,538 *66,230 91.2 

1927 5,795,532 5,117,038 122,878 88.3 
Texas & Pacific— 

1928 3,610,126 2,653,998 541,126 73.5 

1927 3,010,283 2,353,667 354,109 78.2 





*Deficit. 


COAL PRODUCTION AND SHIPMENT 


Bitumnious coal production the week ended March 3 was 
estimated at 10,044,000 net tons by the Bureau of Mines of the 
Department of Commerce. This was a decrease of 133,000 tons 
as compared with the output in the preceding week. Anthracite 
production was estimated at 1,294,000 net tons, an increase of 
40,000 tons as compared with the preceding week. 

Tidewater bituminous coal shipments the week ended March 
3 were reported as follows: From Hampton Roads, 401,754 
net tons, of which 259,892 tons were for New England delivery; 
from Charleston, S. C., 2,261 net tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended February 18 were re- 
ported as follows: Bituminous, 2,883; anthracite, 2,645. 





BOSTON-RIO GRANDE CANAL 


Representative Green, of Florida, in remarks in the House, 
discussed the advisability of the ultimate completion of the 
Boston-Rio Grande intracoastal canal program, of which a canal 
across Florida would be a part. The scope of the program was 
outlined by Mr. Green as follows: 


To briefly summarize, we will begin with the Cape Cod Canal, 
connecting Cape Cod Bay with Buzzards Bay. You will recal the Sixty- 
ninth Congress authorized the purchase of this portion of the intra- 
coastal waterway at an expenditure of several million dollars. We 
will next mention the project from Delaware River to Chesapeake, 
Delaware and Maryland. This waterway, usually known as_ the 
Chesapeake & Delaware Canal, is a sea-level canal extending from 
Reedy Point on the Delaware River about 41 miles below Philadelphia, 
Pa., to the junction of Back Creek and the Elk River, about four 
miles west of Chesapeake City, Md., a distance of about 19 miles, 
with a branch channel extending from Delaware City, Del., for a 
distance of 1.8 miles to the junction with the channel from Reedy 
Point, Del. The drainage area is about 65 miles. This canal formerly 
was private property, operated as a toll canal, beginning July 4, 1829. 
The total original cost was $2,250,000, of which $450,000 was paid by 
the United States, $100,000 by Pennsylvania, $50,000 by Maryland, and 
$25,000 by Delaware, and the remainder by citizens of three states. 
It was purchased by the government for $2,514,289.70. It is about 12 
feet deep and 90 feet wide. 

In connection with this we might in passing mention the inland 
waterway from Chincoteague Bay, Va., to Delaware Bay at or near 
Lewes, Del.; also waterway on the coast of Virginia. Next we have 
an inland waterway from Norfolk, Va., to Beaufort, N. C. The exist- 
ing project provides for an inland waterway with a depth of 12 feet 
at mean low water between Norfolk, Va., and Beaufort Inlet, N. C., 
a distance of 206.28 miles, with bottom width varying from 90 feet in 
land cuts to 300 feet in open water. The estimated cost for new work, 
revised in 1925, is $8,000,937, exclusive of amounts expended under 
previous projects. The latest, 1916, approved estimate for annual 
cost of maintenance is $85,000. 

The next link in the chain is inland waterway from Beaufort, 
N. C., to the Cape Fear River, including waterway to Jacksonville, 
N. C. The existing project provides for a waterway 12 feet deep at 
mean low water, with a bottom width of 90 feet, extending along the 
coast from Beaufort, N. C., to the Cape Fear River, a distance of 93 
miles. The estimated cost of new work, made in 1926, is $5,800,000, 
with $150,000 annually for maintenance. 

The division engineer, southeast division, was charged with the 
duty of making preliminary examinations and survey provided for 
by the rivers and harbors act of January 21, 1927, as follows, and 
reports thereon will be later received: 

First. Intracoastal waterway from Cape Fear River, N. C., 
Georgetown, S. C. 

Second. Intracoastal waterway from Cape Fear River, N. C., to 
the St. Johns River, Fla. 

It is hoped by advocates of the Boston-to-Rio Grande intracoastal 
waterway that these surveys will warrant the board of engineers in 
making a favorable report upon this last project and thus providing 
for the endless chain from Boston to Florida. 

The 1927 act also provided for preliminary examination of the 
canal across Florida from Cumberland Sound on the Atlantic, by way 
of the St. Mary’s River, Ga.-Fla., Okefenokee Swamp, Ga., to Su- 
wannee River, St. Mark’s River to St. Georges Sound. By the way, 
this survey will go on from St. Georges Sound to the Mississippi 
River; however, this latter portion has been surveyed previously. 

The next link in this great intracoastal waterway chain is the 
Louisiana-Texas intracoastal waterway from the Mississippi River at 
or near New Orleans, La., to Corpus Christi, Tex. The existing 
project is 348.97 miles via the northerly_or Plaquemine route, and 
280.17 miles via the southerly or Harvey Canal route. The estimated 
cost of the new, work of the 9 by 100 feet waterway authorized in 
1927, exclusive of amounts expended on previous projects, is $9,752,000, 
including $500,000 for a dredge, with $185,000 annually for main- 
tenance. This was adopted January 21, 1927. 

The last and final link in the chain of the intracoastal waterway 
is in Texas, from Corpus Christi to Point Isabel, including Arroya, 
Colo., to Missouri Pacific Bridge, near Harlingen. My purpose in 
mentioning all of these connecting projects of this waterway is to, if 
possible, bring to the attention of my colleagues the relation and im- 
portance of the proposed Florida canal in connection with this water- 
way, and thus you will see the Florida canal is all necessary and 
essential to the ultimate development of this great artery of 
commerce. 


to 


BARGE LINE BILLS 


Senator Shipstead, of Minnesota, has had printed an amend- 
ment to S. 1760, the bill providing for an increase of capitaliza- 
tion of the Inland Waterways Corporation, in order to provide 
for an authorization of an appropriation of $10,000,000 to pay 
for the additional stock that would be issued under the bill. 

Senator Howell, of Nebraska, has introduced S. 3585, a bill 
authorizing and directing the Inland Waterways Corporation to 
initiate water carriage on the Missouri River as soon as there 
is an improved channel sufficient to permit the same. 

The House committee on interstate and foreign commerce 
will begin hearings Tuesday, March 27, on H. R. 10710, the bill 
introduced by Representative Denison, of Illinois, providing, 
among other things, for an increase in the capitalization of the 
Inland Waterways Corporation, the government barge line 
agency, from $5,000,000 to $15,000,000. (See Traffic World, Feb. 
18, p. 408, “Denison Waterway Bill.’’) 


UPPER BARGE SERVICE 


Major General T. Q. Ashburn, chairman and executive of 
the Inland Waterways Corporation, has reported to the Secre- 
tary of War that service will be resumed on the upper Mississippi 
division of the Inland Waterways Corporation on April 2. When 
in operation it is expected to have regular service leaving St. 
Louis for St. Paul and Minneapolis Mondays and Thursdays at 
10 p. m., and arriving in St. Louis from St. Paul and Minneapolis 
Mondays and Thursdays at 7 p. m. In a statement, the War 
Department said: 
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Sailings are intended to be made from Dubuque to the 
Tuesdays and Saturdays at 10 p. m., arriving in the 
Fridays and Tuesdays at 10 p. m. This offers a superior Service 
high-class freight from St. uis, Chicago, and other eastern a 
southern points to the upper Mississippi valley territory. and 


Twin Cities 
Twin Cities 


planned to operate a straight package car via the Illinois Comes 
railroad from Chicago to Dubuque, giving overnight service from 


Chicago to Dubuque and direct connections with the sailing north 
bound from Dubuque each Tuesday and Saturday, arriving in the 
Twin Cities the following Friday and Tuesday, offering a four dq : 
service between Chicago and the Twin Cities. v8 
Through bills of lading cover all shipments and the river rates 
are approximately 80 per cent of rail rates and the rail and bars, 
rate, Chicago to Twin Cities via Dubuque, offers a saving of 15 a 
cent of the all-rail rate. All freight in possessoin of the federal bakes 
line is subject to the conditions of its bill of lading which covers tal 
liability for loss because of fire or marine perils or to floods, wind 
storms or other so-called acts of God. These provisions are in ag. 
dition to liability for loss or damage because of ordinary causes 
The schedule of two sailings per week between St. Louis ang 
the Twin Cities is subject to revision should operation require it 
after due notice has been given shippers and receivers to enabj 
them to protect their interests. . 
It is to be noted that the proposed schedules are so closely timed 
as to require favorable operating conditions for their maintenance 
and that the operating department can not guarantee them except 
under normal operating conditions. 


WATERWAY IMPROVEMENT BILL 


Representative Rainey, of Illinois, has introduced H, R 
11889, a bill to provide for improvement of the Mississippi anj 
tributary rivers, for flood prevention and navigation - purposes 
The bill would authorize an appropriation of $210,000,000 for 
the proposed work. 








CLAIMS INTEREST FROM BARGE LINE 


The Armstrong Cork & Insulation Co., of Pittsburgh, Pa, 
has filed a complaint (No. 20747) against the Mississippi-War. 
rior Service, the government barge line agency, the Rock 
Island and other rail carriers, seeking to recover interest on 
overcharges. 

The complainant said that claims for overcharges on in. 
ported shipments of corkboard insulation, shipped from New 
Orleans to Dodge City, Kan., and Louisville, Ky., were paid by 
the Mississippi-Warrior Service, but that interest was not in 
cluded. The service declined to pay interest when the matter 
was brought to its attention, according to the complaint. 

The complainant said that its interpretation of Conference 
Ruling No. 489 made the ruling apply to common carriers hav- 
ing joint through water and rail rates carrying Interstate Com- 
merce Commission reference numbers, and that non-payment of 
interest on overcharges was contrary to and in violation of the 
first section of the interstate commerce act. 

The Commission is asked to issue an order commanding 
the defendants to pay to complainant, by way of reparation, 
interest on the overcharges involved. 





PRIVATE BARGE LINE SERVICE 


The Board of Commissioners of the Port of New Orleans 
announces that regular barge line service between New Orleans 
and Mississippi River and Ohio River points will be established 
immediately by the American Barge Line Company, Inc., with 
the first tow leaving New Orleans by March 15, the second 
April 1, and a fixed 15-day schedule thereafter. This is the 
largest firm of private operators now maintaining barges on 
the inland waters of the United States, capitalized at $1,500,000 
and operating at the present time a fleet of five towboats and 
fifty all-steel barges of 30,000 tons aggregate capacity. 


LUMBER SHIPMENTS 


Lumber production and orders advanced slightly the week 
ended March 10, as compared with the preceding week, while 
shipments declined, according to telegraphic advices received 
March 15 by the National Lumber Manufacturers’ Association 
from 685 of the leading softwood and hardwood mills of the 
country. 

The softwood mills, of which there were 343 reporting, as 
compared with 337 for the preceding week, showed gains in 
the production and order columns, and a slight decrease in 
shipments. 

Production, shipments and orders of the 342 reporting hard- 
wood units were higher than the comparable items of the 335 
units reporting for the preceding week. The gains were not 
large, but indicate substantial progress in this branch of the 
industry. 

The following table compares the lumber movement, a8 
reflected by the reporting mills of eight softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 
000’s omitted: 


Corresponding Preceding Wk., 
Past Week Week, 1927 1928 (Revised) 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 
—* 343 

ae 342 314 135 335 
Production ....245,985 49,965 187,815 21,036 237 Pa 46,343 
Shipments ..... 252,111 51,662 206,648 20,520 259:377 49,403 

Orders (New ‘ 
Bus.) 52,297 220,602 21,090 251,455 49,958 


oes. 255,638 
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MONEY FOR SHIPPING BOARD 
The Traffic World Washington Bureau 


Qn motion of Senator Black, of Alabama, the Senate this 
week sent back to conference between the Senate and House the 
independent offices appropriation bill, the Senate insisting on 
amendments adopted by it limiting the salaries of attorneys 
employed by the Shipping Board to not exceed $10,000 and cut- 
ting down the appropriation for Shipping Board lawyers to ap- 










barge roximately $115,000. The conferees did not accept the Senate 
: per Hi »mendments. 
8 fay The Senate recently adopted the conference report on the 
Wind Mpil. Senator Black moved for reconsideration and the motion 
nad- M25 adopted. Those supporting the Black motion indicated 
> il they wished a record vote in the House on the Senate amend- 
re it [ments in issue. Senator Robinson, of Arkansas, Democratic 
nable Meader in the Senate, said that “unquestionably this appropria- 
time gg tion is being used as a means to provide comfortable and prof- 
ance Mitable places for partisan attorneys, who render very little 
xcept ME orvice to the Shipping Board or the government.” 

~ Senator Swanson, of Virginia, said he was tired of being 

told by House conferees that the Senate would have to do so- 
LR and-so “or the matter will fail entirely.” He thought the time 


had come for the Senate to assert its rights as a coequal body 

and TM ith the House. 

Oses, Senator Glass, of Virginia, said a statement was made at 

) for a meeting of the conference committee on the bill “the effect 
of which was to impeach the motives of those who were inter- 
ested in the subject matter of this amendment, and I find upon 
subsequent inquiry that apparently the charge made was utterly 

Pa, (without basis, and should not have been made.” He said he had 


War. fm been influenced by the statement in the committee and had not 
Rock [made more strenuous objection to the action of the conference, 
t on but that in view of information obtained later as indicated, he 


felt at liberty, notwithstanding that he signed the conference 
im. MBreport, to vote to send the bill and amendments back to con- 
New ference. 


d by Senator Robinson, of Arkansas, said the statement made 
t in. ME by Senator Glass was an emphatic and conclusive reason why 
utter the bill should be sent back to conference. 

“If it does go back to conference, the amendment will be 
ence fe voted on in the House or the bill will fail; and who will have 
hay. Methe responsibility for its failure?” asked Senator Robinson. 
‘om. fe ‘They who apparently have practiced a fraud on the Senate of 
it of the United States by misrepresenting pertinent facts in the 


the conference committee. ‘There are no two sides to this issue 
now. If the Senate has respect for itself and for its confer- 
ees, it will take the action proposed by the senator from 
Alabama.” 

Senator Warren, chairman of‘the appropriation committee, 
who opposed sending the bill back to conference, said the re- 
sponsibility of the Shipping Board was with the Democrats 
entirely—that it was of their own creation “and perhaps it now 
finds as little favor with them as it does with me and others. 
However, we may hate a kicking horse, but if it is hitched to a 
wagon and we are behind it, we will probably stand the kicking 
fora while and whip the horse and get along. So far as I am 
concerned, in my service in the Senate as a conferee, though I 
the regret the necessity that led to the creation of the Shipping 
on Board, I am willing to forget that; it was done during the war; 


ding 
tion, 


000 #& but that is no reason why we should vote otherwise than what 
and fm! believe is right, under our rules and orders.” The senator 
= argued that sending the bill back to conference was not in 
order, 
Senator Black said that legal business the Shipping Board’s 
legal department claimed it transacted was handled by the De- 
eek partment of Justice, and that the Department of Justice han- 
hile dled business at far less expense than the Shipping Board. 
ved Senator Black’s fight was to prevent the payment of a sal- 
tion ary of $15,000 to the chief counsel of the Shipping Board. As 


the the bill came from the conferees, provision was made for the 
employment of one attorney at in excess of $10,000 a year. 

as See ee 

in 

in MERCHANT MARINE HEARING 


The Traffic World Washington Bureau 
urd- 


995 The House committee on merchant marine and fisheries 
concluded its hearings on proposed merchant marine legislation 


not / March 14. Chairman White said he would call the committee 


the B® together shortly for the purpose of drafting a bill. 
“a Commissioner Plummer, vice-chairman of the Shipping 
~ Board, appearing at the final session of the committee, said no 


ad: legislation designed to restore American shipping to a compet- 
? itive position in foreign trade would be effective “until the ex- 
7k tra burdens now imposed upon American ships by marine un- 
4) |e (writers are reduced.” He said that complaints as to dis- 
rd- Criminations practiced against American ships by marine un- 
derwriters had been continuous, to his personal knowledge, for 

335 fe» Years. He cited instances of the charging of what he said 
343 Mi Were excessive insurance rates. He said American flag vessels 
408 in the South American trade owned by Moore & McCormack 
958 |e “Te charged from 5 to 12% per cent more than was charged 
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on similar cargoes shipped by Lamport & Holt and other British 
lines, and 5 per cent more than paid by Norwegian ships char- 
tered and operated by Moore & McCormack. 

“That is,’ he added, “the ships are similar; they are op- 
erated by the same firm but the flags they fly are different; and 
the ones flying the American flag are the ones that have to pay.” 

In concluding his statement, Mr. Plummer said: 


But after all, it seems to me these insurance men have by their 
own admissions simplified the problem and shown how absolutely 
necessary is some such insurance legislation as that proposed in the 
bills now before this committee. . ; 

They’ve had 8 years of unrestricted opportunity, free from all 
control and all supervision, to go ahead and put American vessels on 
a parity with foreign vessels, so far as the costs of marine insurance 
is concerned. They certainly haven’t done it. If I get the drift of 
what they’ve been saying, they admit they can’t do it. Then here’s 
the insurance problem in a nutshell. : 

It’s admitted that we must have an American merchant marine. 
It’s admitted that to have one, we must have some government 
assistance. We want that assistance rendered in the most effective 
way and at the least cost to the government. 

That’s the reason we propose having the government loan money 
for shipbuilding at 24% per cent. That’s the most economical] contri- 
bution the government could make. For if the ship has to pay bankers 
6 per cent for its money the contribution by the government would 
be increased just that much. If we leave this extra charge for 
marine insurance on our ships, it’s got to be paid for ultimately by 
the government. : 

et us assume for the purposes of this discussion that these in- 
surance men are right in saying that the business can’t be done for 
less than it’s being done now. Then the government might as well 
contribute through reinsurance in some other way, and there would 
result from the government taking hold these two tremendous advan- 
tages: The millions which we now send abroad in premiums would 
be kept in this country; and the foreigners who now do the greater 
part of our reinsuring, as well as so much direct insuring, would be 
deprived of that intimate knowledge of what our merchants are doing 
abroad; which is their privilege today. And there’s always the 
chance that these men will discover ways to cut down costs when 
they find there are other insurance companies; when they find they 
can get reinsurance without our competitors coming into the field. 
Of course, by birth, teaching and lifelong experience, I am radically 
opposed to having the government do any business that a private 
citizen can do. But when a thing needs to be done, and private 
parties have not done it, and admit that they can’t do it, then the 
government should step in. Canada is teaching us something prac- 
tical in the way of government activities every day. She found that 
the short hauls to New York were taking from her a vast amount of 
grain shipments during “Montreal’s closed season. Last September 
her Railway Commision authorized the government railways to make 
the same rate on grain over the 1,187-mile haul to Halifax and St. 
John that is made on the 397-mile haul to New York. She knows 
that with plenty of base cargo like grain available in Halifax and 
St. John, vessels will bring to and take from these ports general 
cargo; and thus develop those ports and support the transportation 
systems of that country. But because of the dreaded fogs which 
haunt these waters, as well as outlying reefs and rocks, insurance 
rates have been necessarily higher on cargoes to and from those 
Canadian ports than to and from United States ports—a handicap 
which the British preferential tariffs have not overcome. So now 
the Canadian government is considering the formation of a Canadian 
Lloyd to insure vessels going to and from Canadian ports at the same 
rates as companies insure cargoes to and from American ports. They 
know, of course, how much more dangerous are voyages to these 
Canadian ports, how just is at least a portion of the extra charges 
made against those ports. But they also know how tremendous is 
the cumulative effect of even a small increase in marine insurance 
rates; and if private companies can’t or won’t find a way to solve 
it, the Canadian government will. 

If the extra charges on what cargoes are handled through Can- 
ada’s three eastern ports are sufficient to move the Canadian govern- 
ment to come to the rescue, can this country, where the volume of 
traffic affected is so tremendous and the extra charges run into mil- 
lions, hesitate to show the same good business sense that Canada has 
shown in handling her rail rates, and is preparing to show in han- 
dling her marine insurance rates?: 

Opposition to the provision in the White bill for establish- 
ment of a governmental reinsurance fund was voiced by repre- 
sentatives of the Association of Marine Underwriters of the 
United States. Charles R. Page, vice-president of the Firemen’s 
Fund Insurance Company of San Francisco, said that classifi- 
cation of vessels for insurance purposes was not based on 
sentiment, but on experience and judgment. He said there had 
been a general atmosphere created in the hearings of a charge 
of discrimination by underwriters against United States gov- 
ernment-owned ships and said he considered that a serious 
reflection on the underwriters’ conduct of their business and 
“upon us as Americans.” He told of steps that had been taken 
by the underwriters to place Shipping Board vessels substan- 
tially on a parity with their competitors if the Fleet Corporation 
would meet certain conditions and said more advantageous 
ratings were given by the underwriters. He said it was true’ 
that underwriters differentiated between lines—that a level rate 
for all shipowners could not be made. He said underwriters 
underwrote management and not vessels and said that because 
of changes of personnel in charge of Shipping Board vessels, 
the underwriters did not yet regard the Shipping Board man- ' 
agement in the same sense of permanence that they regarded 
private commercially operated lines that went on from year to 
year. He was referring particularly to a change in personnel 
of the United States Lines. Where higher rates were charged 
American ships, Mr. Page said, conditions justified such charges. 
Defense of the underwriters also was made by G. C. Morris, of 
the Insurance Company of North America. William R. Hedge, 
president of the Boston Insurance Company, and W. H. Laboy- 
teaux, a director of the American Steamship Owners’ Mutual 
Protection and Indemnity Association, Inc., also testified with 
respect to the subject of insurance. 


Fred Brenchman, representing the National Grange, said 
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that organization favored the Jones bill passed recently by 
the Senate, because it provided a means for repair and replace- 
ment of the present government fleet. He said the Grange was 
willing that everything reasonable be done to encourage the 
development of a privately owned merchant marine. 

William A. D. Evans, chairman of the merchant marine 
committee of the National Association of Manufacturers, sub- 
mitted a statement indorsing the principal features of the White 
bill. He said the position of the association was that “any 
legislative enactment, to accomplish the purpose of establishing 
an American flag merchant marine, should take cognizance of 
the desirability of encouraging private ownership and operation, 
and should not be of a nature that would require continuing 
government operation over a long period of time.” 

The Middle West Foreign Trade Committee filed a state- 
ment with the committee. The trade committee favors the 
Jones bill and the enactment of legislation providing for aids 
for the development of a privately owned merchant marine. 


WHITE PROPOSES RETALIATION 


Representative White, of Maine, chairman of the House 
committee on merchant marine and fisheries, has introduced a 
bill, H. R. 12043, aimed at discrimination alleged to be practiced 
by Canada and Australia. The bill has been referred to the com- 
mittee on ways and means. 

The first section places a special tax or duty of 10 per cent 
ad valorem on articles imported into the United States through 
a country contiguous to this one; that is, on articles brought 
to and transshipped from Canada, for instance, into the United 
States. This special tax, the bill provides shall be an additional 
tax in the event the article so imported is already subject to 
duty. The section further provides that in the event that any 
contiguous country imposes on articles imported into that coun- 
try through the United States from a country foreign to the 
United States and transshipped from the United States into the 
contiguous foreign country, the same duties as would be imposed 
if the goods arrived directly at one of its own ports, then the 
provisions of this section, upon proclamation by the President, 
shall be suspended from time to time as to the contiguous coun- 
try extending such reciprocal privileges. 

The second section provides a like duty on imports into the 
United States from any foreign country by whose laws, regu- 
lations, or practices imports from the United States into such 
foreign country are subjected to official charges, whether in 
customs duties or otherwise, which are greater when ocean 
transportation begins at an American port than they are when 
the ocean transportation of like goods begins at a port in 
foreign territory continuous to the United States, as, for in- 
stance, from Canada to any other part of the British common- 
wealth of nations. 

A further provision in that second section is that when goods 
are shipped from a point in the United States on a joint or 
through export bill of lading providing for the movement of 
such goods to a port within the United States and thence by 
vessel to a foreign country, imports from which are subject to 
the special 10 per cent tax imposed by the second section, any 
railroad company taking part in such transportation may, for any 
such shipment, quote special rates less than the rates otherwise 
appjicable for the transportation of such goods by rail between 
the points involved, provided that such special rates shall be 
made uniformly available to all current shipments of similar 
goods to such foreign countries. The section says that the Com- 
mission is authorized and directed to recognize any such special 
rates as lawful, subject, however, to all other provisions of the 
interstate commerce act. 


I. C. C. CONTROL OF COASTAL RATES 


The Trafic World New York Bureau 


Recommendations that the Interstate Commerce Commis- 
sion assume control of intercoastal water rates, contained in 
the merchant marine plan recently submitted to President 
Coolidge by E. H. Hurley, former Shipping Board chairman, are 
criticized by W. H. Chandler, chairman of the Shippers’ Confer- 
ence of New York, who made public a letter addressed to the 
President in which he said the plan would, in his opinion, be 
the worst thing that could happen to the coastwise merchant 
marine. Mr. Chandler’s letter follows in part: 


The I. C. C. is charged with the protection of rail carriers’ reve- 
nue. The latter have endeavored by every possible means to deprive 
the steamships of what little business they handle between the At- 
lantic and Pacific coasts. The Commission never has given full weight 
to the advantage of ocean and rail transportation. 

Mr. Hurley assumes that, because regulation has been a good 
thing for the railroads, it would necessarily be a good thing for the 
coastwise steamship companies, without taking into consideration 
the fact that the Commission is the protector of the railroads. 

Another mistake that he makes in his recommendation is that 
the shipping public—by that I mean the actual shippers—are not given 
representation on his committee. If some commission were charged 
with the regulation of steamship rates, as the Interstate Commerce 
—— is in railroad lines, his recommendation would be much 
sounder. 

However, it is very doubtful whether a merchant marine could 
be built up by restricting the steamship lines in making rates for 
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the operation of a steamer, as it is quite a different problem fro 
the operation of a rail carrier. To those who are not familiar wit), 
both the argument sounds plausible. 

We respectfully recommend that if any consideration is to be 
given by you to the suggestions made by Mr. Hurley (on the sub. 
ject covered by this letter), before taking final action representatives 
of shippers’ organizations be consulted with a view to Setting 3 
complete picture of the situation. The shippers’ side, which appears 
to have been entirely overlooked in his suggestions, is really the 
most important in this controversy, for, if the shippers are not able 
to use the ships, there will be no need for the ships. 









In an attached memorandum Mr. Chandler wrote to Pregj. 
dent Coolidge: 







With respect to certain features of_our merchant marine, My 
Hurley’s views are undoubtedly sound. We do not want to criticize 
in any way suggestions made by him covering the scope of his ex. 
perience in the operation of vessels, but when he leaves that fielg 
and undertakes to discuss rate regulation, we believe that he is ep. 
tirely out of his element and that his recommendations are far from 
being sound. It is quite evident that he is not familiar with the 
work of the I. C. C., and on that account we feel justified in critj- 
cizing his recommendations. 

It may be, and probably is, a fact, that there are now engaged 
in the intercoastal service more vessels than the volume of traffic 
warrants. If this be true, it is simply _a case of excessive compe. 
tition which eventually will adjust itself whether through a proper 
division of tonnage or through the weak lines of being eliminate 
from the field 

There is no reason why any artificial support should be given to 
steamship lines that are not necessary to carry on the traffic on any 
given routes, and the raising of rates or the lowering of them would 
not in any respect affect the ultimate result. 

If our merchant marine policy is to be changed» and only those 
vessels allowed to compete for traffic that are able to secure a cer. 
tificate of public convenience, free competition on the high seas cannot 
continue. If, like the railroads and certain motor trucks in intra- 
state commerce, the establishment of new steamship lines is to be 
prohibited, then monopoly is bound to result and the shipping public 
will be at the mercy of such steamship operators as are able to 
secure certificates of convenience. 


OCEAN FREIGHT RATES 


The Traffic World New York Bureau 


Further strengthening of the foundation of the full cargo 
markets has been noticed in the last week, though no percep- 
tible increase has yet taken place in rates and the volume of 
fixtures remained about the same as before. The demand for 
tonnage in the West Indies time charter trade continued good, 
with the result that most of the small vessels available for 
immediate loading were removed entirely from the market for 
March. While this movement has not brought about an upward 
trend, with respect to chartering or normal size Atlantic ves- 
sels, it has made the market more susceptible to any revival 
in business. More than forty ships have been fixed during March 
for the West Indies traffic. 

Sentiment in the heavy grain trade has improved materially 
and it is believed that an increase in both rates and business 
will be noted as the opening of navigation on the St. Lawrence 
approaches. The coal, sugar, lumber and other trades have 
remained substantially unchanged during the week. 

Rates on automobiles to Singapore have been reduced by 
the Atlantic Far East Conference from $16 a ton to $15 a ton. 
The rate on toilet paper also has been reduced from $12 a ton, 
weight or measurement, to $10 a ton, weight or measurement. 
It is not expected that any further revisions will be made in the 
tariff pending the joint meeting of the Atlantic Far East and 
Pacific Westbound Conferences at Victoria, B. C., on April 9. 
The Java Line has returned to the conference since the last 
joint meeting, the Kerr Line also has joined and there have 
been several changes in the Shipping Board services operating 
out of San Francisco, Portland and Seattle, 

Continuance of the Gulf Intgrcoastal Conference is in grave 
doubt. The Redwood Line has withdrawn from membership, 
effective at once, and Swayne and Hoyt have given notice of 
the resignation of the Gulf Pacific Line as of July 9, when the 
four months waiting period will end. No official action was 
taken by the other two members, the Luckenbach and Trans 
marine lines, but it is considered that the entire conference will 
cease functioning unless the resignations are rescinded. 

The Redwood Line, it is understood, will maintain confer- 
ence rates on port-to-port business, but takes the position of 
reserving the right to take independent action upon rates from 
the interior territory, although with no intention of disrupting 
the tariff. No rates have been disturbed thus far, and strent- 
ous efforts are being made to heal the breach. 

Intercoastal westbound traffic has “materially improved, the 
westbound spring movement having commenced,” says a state- 
ment by an intercoastal official. The strength of the eastbound 
lumber movement and the restoration of the $14 rate for May 
loading also contribute to a more cheerful note in the coast-to- 
coast route, and the withdrawal of the five Dollar Line freighters 
to enter the Puget Sound-Oriental run will divide a considerable 
amount of cargo among the several intercoastal lines. 

On the other hand, there is no little anxiety over the in- 
creased operations of the cut rate Dimon Steamship Corporation. 
Efforts to have the Dimon Line join the conference have met 
with no apparent success thus far, and meanwhile the company 
is slashing away at the conference tariff. 

Three new items are numbered among the eastbound tariff 
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“THe PACKER” is one of the great 

fleet of 61 named Pennsylvania 

freight trains that have set remark- 

able records for regularity and de- 
pendability. 
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The Pa CK ER’ 


a line of ice boxes rolling East 


UPPOSE your old family refrigerator 

should suddenly become imbued 

with life and begin to circulate around 
your kitchen. 


“Not so good,” you’d say. “Fantas- 
tc.” “Temperamental.” You would 
probably reprove the ice box in firm 
tones and clamp it down to prevent 


further peregrinations. 


Yet here is a whole long line of ice 
boxes moving eastward every day. To- 
gether they comprise “The Packer” —a 
big Pennsylvania freight train that 
moves the “perishables” of the West to 
Eastern Markets. 


= the cool recesses of this great train 
+ are succulent green vegetables, ripen- 
ing fruits, and the delicious meats that 
grace a vast number of Eastern tables. 


“The Packer’ is both grocery boy and 
butcher boy to the Eastern housewife. 


But unlike these evil institutions, it 
never loiters, never stops on the way to 
sneak a smoke, bandy words, or stone 
cats. It goes right from its starting 
point to its destination, consistently 
bringing in its valuable cargo on time. 


. day of the year without 
fail “The Packer’ leaves Chicago 
a few hours before midnight. Between 
its roaring locomotive and its swinging 
cab are cars not only from the Chicago 
territory, but from far Western points 
as well as from the Southwest and 
Northwest. These have reached Chicago 
Terminals via the connecting railroad 
lines west of that point. 


From the “Windy City” this train 
moves via Fort Wayne, Canton and 
Pittsburgh to the Eastern Terminals 
covering a distance varying from 800 
to 900 miles. And all the way it is 
handled by locomotives of the latest 


type, especially adapted to hauling such 
freight trains. 


Along the Way— 
it Meets the Ice Man 


“The Packer’ pauses at Canton, Ohio, and Hunt- 
ingdon, Pennsylvania, where modern icing stations 
are located. Then it’s “up with the hatches” and 
into the bunkers go dripping chunks of the Arctic 
Circle that insure the freshness of the “perishables” 
all the way into Eastern Terminals. 

And when we say “pause,” we mean pause. We 
don’t mean delay or stay for dinner. It takes just 
one minute per car by actual test to re-ice at these 
up-to-date stations. 


Regularity and dependability of on-time arrival 
is part of “The Packer’s” daily ambition. And this 
ambition has been realized consistently month in 
and month out. In the operation of this train no 
effort is spared to keep it on schedule. 


The exceptional performances turned in by 
“The Packer’ are due to the spirit of cooperation 
shown both by the train’s crew and bythe thousands 
of men along the line who unite their efforts to keep 
this important big freight train always on schedule. 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA RAILROAD 
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States Intercoastal Conference at its regular monthly session. 
The new items are: Glass, rough, rolled, plain, figured, ribbed or 
sheet prisra, in boxes or crates; glass, white or colored, crackled, 
decorated, enameled, ground, stained, and wired (not including 
wired plate glass), in boxes or crates, carload 55 cents, minimum 
carload weight 36,000 pounds; owner’s risk of breakage, carload 
40 cents, effective March 15; iron canteens, cloth covered, in 
cases, $1.60 A. Q., effective March 15; air or steam whistles, in 
cases, $1.60 A. Q., effective March 15. Other changes include 
the extension of the carload rates of 60 cents and 65 cents with 
the minumum weights of 60,000 and 24,000 pounds, respectively, 
on printing paper, other than newsprint, from February 29 to 
December 31, 1928; the reduction of the carload on floor cover- 
ing, imitation linoleum, and oilcloth from 75 cents to 70 cents, 
minimum weight 24,000 pounds, effective March 15; the reduc- 
tion of the carload rate on scrap (paper) magazines from 35 
cents to 33 cents, minimum quantity 100 tons, effective March 15, 
and the extension of the present rate of 45 cents on bottles, 
flasks or jars, of the common glass N. O. I. B. N. item, to Decem- 
ber 31, 1928. 

The rate on old newspapers from Pacific Coast ports to 
Shanghai and North China ports has been declared open by 
the Pacific Westbound Conference, effective as of March 5. The 
full tariff rate was $8 per 2,000 pounds, with a contract quota- 
tion of $7. The overland rate on automobiles to Singapore has 
been reduced from $11 to $10, W. M. 

At the regular meeting of the United States Atlantic & 
Gulf West Coast of Mexico, Central and South American Con- 
ference, the following rate changes were adopted, effective 
March 12: 


West coast South America section: Vehicles, children’s N. O. §., 
second class; vehicles, children’s, valued under $200 per ton, fourth 
class; covering, trunk, tin, third class; polish, metal, dangerous, 
second class; polish, metal, not dangerous, third class; cases, empty 
milk bottles (25 cents cubic foot all ports). 

Central American section: Wax paper, second class. 


The Intercoastal Lumber Conference has fixed the eastbound 
lumber rate for May at $14 per 1,000 feet. 

Announcement is made that the Dollar Line is about to 
withdraw its five freighters from the intercoastal trade and 
enter them in the transpacific service of the American Mail 
Line out of Seattle. The line will be in competition with the 
Oregon Oriental Line fleet of eleven freighters recently pur- 
chased from the Shipping Board by Kenneth D. Dawson and 
associates for operation between Puget Sound and Columbia 
River ports and the Far East. 

As a result of tramp ship competition the regular steamship 
lines operating between Texas ports and Bremen have an- 
nounced a reduction of cotton rates to Bremen from 40c per 
100 pounds to 35c. The tramp ship, it was reported, had offered 
cotton space at 37144c per 100 pounds. 

February 29, the final date for declaration of intention not to 
adhere to the United States Intercoastal Conference after the 
preliminary six months period, has passed without defections 
from the conference ranks. 

The breach over “split deliveries” also has been widened. 
A conference regulation now permits “split deliveries” not only 
as between two or more Pacific coast ports, but also among 
various consignees at any port. The new regulation, as an- 
nounced this week, reads: “It will be permissible to issue more 
than one bill of lading to a terminal port in connection with 
carload shipments which are split delivered between terminal 
ports, this charge to be applicable to shipments loaded aboard 
steamer sailing from last port of loading.” 


The withdrawing of the five Dollar freight steamers from 
the itercoastal trade to continue the Puget Sound-Oriental 
service of the American Mail Line, is expected to result in 
the general improvement of the intercoastal trade. However, 
the discontinuance of the intercoastal freight service of the 
Dollar Line is only expected to be temporary. 


Consuls of Panama are authorized to vise shipping docu- 
ments made out to the order of the shipper if the exporter is 
a responsible party and has a responsible agent at the port of 
entry, and the exporter is to be held accountable, according 
to an amendment to the revised consular regulations of Panama 
of September 15, 1927, a cable received by the Department of 
Commerce states. 

Violation of contracts will not be tolerated by the United 
States Intercoastal Conference, according to H. M. Runyon, 
Pacific coast representative of the conference, who returned to 
San Francisco from several weeks’ study of the situation to 
the south and north. Mr. Runyon reported he found in every 
quarter a disposition on the part of westbound receivers to 
cooperate with the conference, the aim of which is to provide 
stability in rates and uniformity in service that will benefit both 
shippers and carriers in the intercoastal section. 

Since the establishment of Mr. Runyon’s office by R. C. 
Thackara, chairman of the conference, in New York, hundreds 
of new contracts have been made with receivers on items open 
to contract. The conference has opened other new commodities 
to contract where such action would help the receiver, and 
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also, Mr. Runyon points out, the conference has reduceg Ta 
on some commodities even before the contracts expired, whe 
it was shown that this would benefit the receiver. . 

The Gulf Conference, meeting in San Francisco, made 
following eastbound rate changes: Auto license plates, 
C. L., 55¢e, to C. L., 50c; boat whistles, air or steam, in ¢ 
new item, any quantity, $1.60; effective April 1. 


EXPORT SHIPMENTS IN CARTONS 


The Southern Pacific has put out the following notice: 

“Under date of January 27, we sent you notice that th 
Pacific Westbound Conference had ruled shipments moving ip 
cartons were not acceptable for trans-Pacific routing ang Were 
refusing to accept local shipments so packed. Also on and atte, 
January 1, 1928, penalty would be assessed. 

“We are now in receipt of advice from our San Francige 
office that this was instigated primarily by the Dollar Steamship 
Line, who now write us as follows: 




















from 
Ses, 





We desire to correct this request and wish you would advise yoy 
eastern agents that shipments originating at overland points fo 
export will be carried subject to Rule K of the Pacific Westboung 
Tariff 3-L reading as follows: 

“Unless nature of packing is specifically provided for in individya) 
items, rates named herein may be applied at the discretion of the 
carrier without regard to packing but always subject to conditions of 
said carrier’s bill of lading. 

“‘Where rates named herein provide for a specific type-of package 
and shipment is offered in an inferior type of package, the carrier 
may at its discretion accept same by assessing a penalty of ten 
(10%) per cent over rates as shown herein. 

‘“‘We would like to specifically call attention to this rule that 
where the packing requirements are specified in the tariff and ship- 
ments coming under that provision are forwarded in cartons, th 
ten per cent (10%) advance in freight rate must be assessed in ae. 
cordance with Rule K.”’ 


PORT DIFFERENTIAL CASE 


The Shipping Board, March 13, invited the North Atlantic 
U. K. Freight Conference to send a committee to Washington 
to confer with the board March 21, on the subject of trans. 
Atlantic rates on cargoes originating in Central Freight Aggo. 
ciation territory. The meeting was called at the request of the 
North Atlantic Conference. In a statement, the board said: 


This question of rates has been brought up at the instance of 
the Boston Chamber of Commerce which organization has requested 
the Shipping Board to reduce its rates on through shipments passing 
through Boston, in order to create a scale of rates to Europe which 
shall be equal through all the Atlantic ports. Under present condi- 
tions Philadelphia, Baltimore and Norfolk have lower rail rates from 
the interior, while the ocean rates from Boston, New York, Phila- 
delphia and Norfolk to continental Europe and the United Kingdom 
are the same in spite of the fact that Boston and New York, par- 
ticularly Boston, are much nearer these foreign ports than the south- 
ern ports are. Following the hearing which took place on November 
30, 1927, the board passed a resolution requesting the North Atlantic 
conference to study the matter and take such action as possible to 
equalize the through rates. 


‘OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved the following ocean rate 
agreements: 


An informal agreement filed on behalf of fifteen carriers operating 
from Straits Settlements to North Atlantic and Gulf ports of the 
United States by the terms of which the lines are to observe the rates 
of freight set forth in tariffs to be issued from time to time by them 
jointly, and covering transportation from the Straits Settlements to 
North Atlantic and Gulf ports of the United States via either the 
Suez Canal or the Panama Canal. Each of the lines morally obligates 
itself to notify the other parties when in any case it contemplates 
quoting lower rates than such tariff rates. Rates are to be on gros 
weight or measurement of cargo delivered and may be paid at time 
of shipment or at destination at shipper’s option. All rates charged 
are to be net and brokerage is forbidden. All action under the agree- 
ment, including changing of rates, is to be by mutual consent of the 
parties. Any carrier operating vessels in the trade is eligible to become 
party to the agreement upon compliance with the terms thereof. 

An agreement of the American-Hawaiian Steamship Company 
with Los Angeles Steamship Company and Baltimore & Carolina 
Steamship Company: Arrangement covering movement of_ shipments 
on through bills of lading from San Diego, Calif., to Miami and 
West Palm Beach, Fla., with transhipment at Los Angeles Harbor 
and at Charleston, S. C. The through rates will be based upon the 
United States Intercoastal eastbound maximum tariff rates from Sal 
Diego to Charleston plus the rates of the Baltimore & Carolina Steam: 
ship Company from Charleston to Miami and West Palm Beach. The 
Los Angeles Steamship Company will receive as its proportion 17% 
cents when the rate from San Diego to Charleston is 59 cents or less 
per 100 pounds and 25 cents when such rate is 60 cents or more Ppé 
100 pounds. Out of its proportion the Los Angeles Steamship Com- 
pany will absorb the wharfage charges on its Los Angeles Harbor 
pier and the cost of transferring the cargo to the intercoastal carriers 
pier. The American-Hawaliian Steamship Company will assume 
wharfage and handling charges on its own pier at Los Angeles Har- 
bor. The cost of transferring shipments at Charleston will be borne 
by the Baltimore & Carolina Steamship Company. , 

An agreement of the Munson-McCormick Steamship Line with Ls 
Angeles Steamship Company: Informal arrangement providing {0 
through movement of shipments from Atlantic Coast ports of the 
United States to Hawaii with trans-shipment at Los Angeles Harbor. 
The through rates will be the combination of the local rates of the 
participating carriers, the Munson-McCormick Steamship Line ab- 
sorbing the cost of transfer at Los Angeles Harbor. 

An agreement of the Panama Mail Steamship Co. with the Mc: 
Cormick Steamship Co., Nelson oe Co., and Pacific Steam- 
ship Co., covering through traffic moving between Portland, Astor, 
Seattle, Tacoma, Everett, Bellingham, and Anacortes and ports 
Mexico, Canal Zone, Cuba, Caribbean Sea, Central and South Ame! 
ica, via San Francisco. The agreed through rates and the absorptions 
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LIMITED 


NOTHING FINER+ 
NOTHING FASTER 
Ly. Chicago 8:10 p. m. 


(C. & N. W. Terminal) 


Like a sojourn in a fine hotel — 
appointments and cuisine link 
luxury and scenic grandeur to 
make a delightful 63-hour jour- 
ney to California. Barber, bath, 
valet, maid, manicure. ExtraFare. 


TWO OTHER GOOD TRAINS 
TO SOUTHERN CALIFORNIA 


Gold Coast Limited 


All-Pullman—68 hours—no extra fare. 
Ly. Chicago (C. & N. W.) 8:30 p. m. 


Continental Limited 


Standard and tourist sleeping cars — 
68 hours—Ly. Chicago (C. & N. W.) 
2:30 p. m. 


Frequent sailings from California 
ports to Hawaii, the South Seas, 
Australia and the Orient. 


See Death Valley 
en route to California. This land of mystery 
and grandeur may be visited by regular 2- 
day all-expense side trips. Only $40 additional. 





For complete information and booklets 
on California and Death Valley, ask 


Cc. J. COLLINS 
General Passenger Agent 
Omaha, Nebr. 


UNION 
PACIFIC 


THE OVERLAND ROUTE 
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LOOK AGAIN 
AT THIS MAP! 


The Port of Houston is at the apex of a gigantic 
triangle .... one side of which reaches into the 
Great Southwest Empire ....and the opposite 
side taking in the fertile Mississippi Valley ....a 
triangle which taps territory of enormous buying 
power and tremendous farming and manufacturing 
activities. 


Shipments originating within this triangle, even as 
far north almost as Canada... . goods shipped to 
points in that territory no matter from what foreign 
port .... can economically be routed through the 


PORT of HOUSTON 


19 Railroads assure prompt handling 
and competitive rates to and from the 
Port. Storage, dock and handling facili- 
ties at the Port are second to none. 


———? 


Send for copy of the 


PORT BOOK 


You should have one on file. Book is FREE 


ee 


Address 


DIRECTOR OF THE PORT 


5th floor, Courthouse 


HOUSTON~ - - TEXAS 


671 
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by the participating carriers out of their respective proportions of 
the through rates on cargo moving between the North Pacific ports 
and the ports of origin or destination served by the Panama Mail 
Steamship Co. will be as follows: 

Through rates to: Mexico, Canal Zone, Caribbean Sea ports and 
Central America will be Panama Mail Co. local tariff rates from 
San Francisco plus $2 per ton. 

Absorptions: By Panama Mail Co.—The excess of the coastwise 
carriers’ rates shown in Special Rate Authority No. 36 (attached) 
over $2 per ton, plus 15 cents per ton state toll on lots of 100 tons 
or more; and, on lots under 100 tons, state toll of 15 cents per ton 
and 50 cents drayage. By coastwise lines: On lots of less than 
100 tons 5 cents per ton state toll and 50 cents. per ton drayage. 

Through rates to: South America will be Panama Mail Co. local 
tariff rates from San Francisco plus $5 per ton. 

Absorptions: By Panama Mail Co.—State toll of 15 cents per ton. 
A coastwise lines: State toll of 5 cents per ton on lots of less than 

tons. 

Through rates to: Cuba will be Panama Mail Co. local tariff rates 
from San Francisco. 

Absorptions: By Panama Mail Co.—All of coastwise lines’ rates 
and, on lots of 100 tons or more, state toll of 15 cents per ton; and 
on lots of less than 100 tons, 15 cents state toll and 50 cents per ton 
drayage. By coastwise lines: On lots of less than 100 tons 5 cents per 
ton state toll and 50 cents per ton drayage. 

Through rates from: Mexico, Canal Zone, Cuba, Caribbean Sea 
ports, Central and South America will be Panama Mail Co. local tar- 
iff rates to San Francisco, plus $5 per ton, except Sugar from Cen- 
tral America on which the through rate will be Panama Mail Co. 
local rate to San Francisco, plus $1.50 per ton. Absorptions: By 
Panama Mail Co.—Fifteen cents per ton state toll on all traffic. On 
sugar an on-carrying charge of $1.50 per ton and on lots under 
100 tons 50 cents per ton drayage charge. By coastwise lines: On 
lots less than 100 tons 5 cents per ton state toll and on sugar an 
additional drayage charge of 50 cents. 

An agreement between the American-Hawaiian Steamship Com- 
pany and New York and Porto Rico Steamship Company which pro- 
vides for the movement of canned fruits on through bills of lading 
from Porto Rico to Pacific Coast ports of the United States, the 
through rate to be a combination of the carriers’ locals plus cost of 
transfer at New York. 


SPLIT DELIVERY CASE 


F. W. Woolworth Company of New York has filed with the 
Shipping Board in No. 45, Associated Jobbers of Los Angeles 
vs. Argonaut Steamship Line et al., a petition in intervention 
that has been granted. 


NEW YORK PORT CAPTAIN 


Representative LaGuardia, of New York, has proposed the 
establishment of the office of captain of the port of New York 
in H. R. 11886. The office, under the bill, would constitute a 
part of the organization of the coast guard and be filled by the 
detail of a commissioned officer of the coast guard. It would 
be the duty of the captain to enforce such rules and regula- 
tions as might be prescribed by the Secretary of the Treasury 
under section 3 of the bill and to enforce such rules and regu- 
lations promulgated by other proper federal authority, pursuant 
to law, as related to the use and navigation of the navigable 


waters of the port of New York district. Section 3 of the bill 
follows: 


With respect to the navigable waters of the port of New York 
district as defined in section 4 of this act, the secretary of the treas- 
ury is hereby authorized and directed to (a) define and establish 
anchorage grounds, including quarantine anchorages, and to prescribe 
suitable regulations in relation thereto; (b) to prescribe such suitable 
regulations as in his judgment the public necessity may require for 
the protection of life and property to govern the use and navigation 
of such waters; (c) to prescribe suitable regulations in relation to 
the handling of tows; (d) to prescribe suitable regulations in relation 
to the tying up or anchoring of vessels at piers or bulkheads; and 
(e) to prescribe suitable regulations to govern the holding of regattas 
or marine parades. 


PANAMA CANAL TRAFFIC 


An analysis of origin and destination of cargo that passed 
through the Panama Canal in 1927 has been made public by the 
Panama Canal Record. After stating that the aggregate of all 
cargo carried through the canal in 1927 was 29,102,538 long tons, 
as compared with 27,586,049 long tons in 1926, and that the cargo 
tonnage in 1927 was the heaviest for any one-year period since 
the opening of the canal, the Record said: 


Atlantic to Pacific Cargo Movement 


A total of 8,405,900 long tons of cargo passed through the Panama 
Canal from the Atlantic to the Pacific during the calendar year 1927 

Origin.—Approximately 67 per cent of all cargo from the Atlantic 
to the Pacific originated in the eastern and gulf seaboards of the 
United States, and 23.9 per cent in Europe. Although the cargo 
movement from the east coast of the United States showed a slight 
decrease during the year, that from the south Atlantic ports and gulf 
ports showed increases of 153,924 tons and 131,401 tons, respectively, 
over the previous year. Cargo from Europe showed an increase of 
65,208 tons over the previous year. 

Destination.—Forty-one per cent of all cargo from the Atlantic to 
the Pacific was destined to the west coast of the United States; 20.7 
per cent to Asia; 13.9 per cent to the west coast of South America; 
and 17.0 per cent to Australasia. Cargo to the west coast of the 
United States showed an increase of 129,169 tons over the previous 
year. Cargo to Asia showed a decrease of 62,130 tons; to the west 
coast of South America, a decrease of 28,227 tons; and to Australasia 
a decrease of 54,724 tons. 


Pacific to Atlantic Cargo Movement 
A total of 20,696,638 long tons of cargo passed through the Canal 
from the Pacific to the Atlantic during the calendar year 1927, an in- 
crease of over one and one-half million tons over the preceding year 
for Atlantic-bound tonnage. 
Origin.—Of the cargo moving in this direction, 60 per cent orig- 
inated on the west coast of the United States; 24,9 per cent on the 
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west coast of South America; 8.6 per cent on the west coast » 
Canada; 2.9 per cent in Australasia; and 2.6 per cent in Asia. Cargo 
from the United States showed an increase of 747,897 tons; from 
South America, 579,424 tons; from Asia, 182,391 tons; and from 
Canada, 139,130 tons. Australasia showed a decrease of 13,965 tons 
under the previous year. 

Destination.—Segregated according to destination, 57 per cent 
of the cargo moving from the Pacific to the Atlantic during the 
year was destined to the eastern and gulf seaboards of the Uniteg 
States, and 32 per cent to Europe. Cargo tonnage destined to 
Europe showed an increase of over a million tons while that to the 
United States decreased by 280,622 tons. Heavy nitrate and wheat 
shipments contributed largely in the increase of cargo tonnage to 
Europe, while a slight slump in the mineral oil movement was the 
cause of the falling off of cargo destined to the United States. 


PARCEL POST REGULATION 


Effective April 1, the maximum weight limit for letters ang 
packages prepaid at the letter rate exchanged between the 
United States and Nicaragua will be 22 pounds. 


SOUTHEAST ADVISORY BOARD 


The net volume of business of all branches of agriculture, 
commerce and industry, in April, May, and June, will equal that 
of the same period in 1927, according to reports presented to 
the twenty-first meeting of the Southeast Shippers’ Advisory 
Board at Charlotte, N. C., March 9. 

A summary of the commodity committee reports follows: 


Alcohol shipments will equal last year. Production is sub-normal 
to normal; markets fair to quiet. Stocks decreasing currently, normal 
in prospect. 

Aluminum production will be slightly below normal and movement 
is expected to be 7 per cent under 1927. Markets fair, stocks in- 
creasing with return to normal in prospect. . 

Movement of brick, clay and products will compare favorably 
with 1927, a decrease of but 2 per cent expected in the net volume 
of — Production and markets are good with stocks on hand 
ample. 

: Cement shipments will be approximately 7 per cent less than 
ast year. 

It is estimated that there will be a movement of 3,500 cars of 
citrus fruits in the ensuing quarter as compared with 9,496 cars last 
year. 

The coal and coke industry anticipates a 10 per cent decrease 
due to heavier stocking of coal last year by the railroads in anticipa- 
tion of coal strike in central competitive field, April 1, 1927. The 
movement of domestic coal, however, will be greater than last year. 
Production current and prospective 65 per cent. Loading of coal is 
running 17 per cent behind last year for reasons stated. Distribution 
is confined to normal territory. Stocks on hand at retail yards and 
industries normal, with railroads somewhat in excess of normal, 

Movement of cotton seed and products will be much less because 
of the late movement of the 1926 crop compared with the early move- 
ment of the 1927 crop. General conditions within the industry good, 
stocks normal. 

Crushed stone, sand, gravel, and slag production and movement 
will be 5 per cent heavier. Stocks on hand about same as last year 
with tendency to increase. 

Fertilizer and materials shipments will be about the same. Pro- 
duction is normal, markets and distribution fair, and stock on hand, 
normal. Imported fertilizer materials will be about the same, as 
will shipments of phosphate rock from Florida and Tennessee. 

Production of fresh fruits is expected to be 10 per cent greater, 
with increases in peaches, watermelons and strawberries expected. 
Movement of potatoes and other fresh vegetables is expected to be 
3 per cent greater than last year. Increased production of celery, 
string beans, spinach, tomatoes and green peas being expected, along 
with decreased production of cabbage, cucumbers and peppers. Other 
truck crops wil be about the same as last year. ; 

The furniture industry reports market conditions quiet with 
some slight improvement anticipated. Production slightly below _nor- 
mal currently with prospects fair. Stocks on hand normal. Ship- 
ments will be about the same as last_year. : 

Movement of grain and grain products will be 10 per cent heavier. 
Current production normal with increase expected. Current markets 
strong with tendency to advance. Distribution general and good. 
Stocks low. 

Iron and steel producers estimate that shipments will be about 
the same as last year. Current and prospective production at 80 
per cent, markets fair and stocks on hand normal to low. Seventeen 
pig iron furnaces in blast, 16 closed; which is the same as last year. 

Shipments of lumber and forest products will be about 5 per. cent 
heavier than last year, based on generally improved conditions, large 
building programs laid out for 1928 and bright export prospects. Pro- 
duction about normal, markets fair to good, stocks currently slightly 
in excess of normal with prospective normal. 

An increase of 15 per cent is expected by shippers of machinery, 
castings and boilers based on generally favorable conditions. Produc- 
tion normal, markets and distribution fair, stocks normal. 

Shipments of miscellaneous commodities will equal that of last 
year. General conditions are good, both present and prospective, with 
stocks slightly below normal. Naval stores shipmentg will be approx!- 
mately the same. Production is about normal, markets low and un- 
certain with stocks slightly above normal to normal. 

5 The pulp, paper, and products industry expects a slight increase 
in business. Current production fair to normal, prospective good, mar- 
kets fair to good, stocks normal. 

Shipments of sugar will be about the same, while an increase of 
7 per cent is expected in the movement of syrup and molasses. Pro- 
duction normal, markets quiet, distribution slow and stocks adequate. 

In January, 1928, southern textile mills had 17,871,158 active 
spindles in operation, while northern mills had 12,410,565. For the 
six months period ending January 31, 1928, the southern mills con- 
sumed 2,689,734 bales of cotton as against 778,283 bales taken by 
northern mills. The southern textile mills are now using 65 to 70 per 
cent of the cotton consumed in the United States and operating about 
80 per cent of the active spindles. 


CONSOLIDATED CLASSIFICATION DOCKET 
Copies of Consolidated Classification Docket No. 33, covel- 
ing hearings of the Consolidated Classification Committee to be 
held at Néw York, April 10, Chicago, April 17, and Atlanta, April 
25, are being mailed this week to subscribers for The Trafic 
Bulletin. 
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THE ae & OHIO CHICAGO TERMINAL R.R. CO. 


(BALTIMORE & OHIO SYSTEM) 


LOCATE YOUR PLANT INTELLIGENTLY 


Foresight in choosing a location will preclude 
future transportation worries 


STUDY THE MAP CONSULT US 


THE BALTIMORE AND OHIO SYSTEM 


THE BALTIMORE AND OHIO CHICAGO. The most favored 


TERMINAL RAILROAD. and rapidly growing 
CHICAGO, ILL. 


industrial sections 
in and around 
Serene wane ee Chicago are 
B.EORR. —TRMGKAGE ORI accessible to 
BALTIMORE 
ao s & OHIO 
oe AS ee cw CHICAGO 
| pranttgn J S. = —_— TERMINAL 
S \/ ROCK ISLAND ICT. RAILROAD 


service. 


Investigate the 
improved facilities 
for handling less 
than carload freight. 


Intelligent cooperation 
and analysis of your 
particular needs are 
yours upon request. 





INDUSTRIAL SITES — ACREAGE — WAREHOUSE SPACE 


All inquiries given immediate attention 


J. M. McCDERMOTT H. M. JOUVER 
Industrial Agent General Freight Agent 
208 Grand Central Station 455 Grand Central Station 
CHICAGO CHICAGO 
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MEN IN TRANSPORTATION 


The name of George B. McGinty is probably more familiar 
to those having to do with activities of the Interstate Commerce 
Commission than that of any other official of the regulating 
body. In the fifteen years that Mr. McGinty has been secretary 
of the Commission, his name has been attached to hundreds of 
thousands of official documents. Over his signature all official 
acts of the Commission are made public and become effective. 

The office of secretary of the Commission is the point of 
contact between the public, including the carriers subject to 
regulation, and the Commission. Practically all correspondence 
of the Commission, particularly that relating to informal and 
friendly adjustments of complaints of shippers against carriers, 
of carriers against shippers, and of carriers against carriers, is 
handled under the secretary’s name. Much of the secretary’s 


GEORGE B. McGINTY 


time, as well as that of his assistants, is occupied with inter- 
views with persons who come to Washington from all parts of 
the country in connection with matters pertaining to interstate 
commerce. 

The secretary is also the chief administrative and executive 
officer of the Commission. He is held responsible by the Com- 
mission for its personnel and the expenditure of its various 
appropriations that approximate $8,000,000 annually. The annual 
estimates for appropriations for transmission to Congress 
through the Bureau of the Budget are prepared by him. With 
designated members of the Commission, he appears each year 
before the Bureau of the Budget and the appropriation com- 
mittees of Congress to explain and support the estimates. He 
is also the budget officer of the Commission on the staff of the 
Director of the Bureau of the Budget. He is a member and 
past president of the Federal Club, whose membership is com- 
posed of -the technical and administrative officers of the federal 
service. 


Mr. McGinty was born September 8, 1878, in Monroe county, 
Georgia. He was educated at the Forsyth (Ga.) high school and 
Emory College, at Oxford, Ga. In 1897 he entered railroad serv- 
ice with the Atlantic Coast Line and later was employed by 
the Georgia Railroad, the Southern, and the West Point Route, 
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his last position in railroad service having been that of traveling 
passenger and freight agent. He came to the Commission ip 
November, 1908, and became an attorney-examiner in 1911. The 
following year he was appointed assistant secretary and became 
secretary in 1913.—S. H. S. 


Personal Notes 
—__—— $$ —$— — — ————— 

Dwight Lewis has resigned as commerce counsel of the 
Iowa Board of Railroad Commissioners, effective April 1, to be- 
come vice-president in charge of public relations of the United 
Public Service Company, which has its headquarters at Chicago 
and controls electric, gas, water and refrigeration plants in 
twelve states of the Mississippi Valley. 

Homer Loring has resigned as a member of the board of 
directors and as chairman of the executive committee of the 
Boston & Maine. In accepting his resignation, the board of 
directors adopted a resolution expressing its appreciation of the 
service he had given in the four years of his work. Philip R. 
Allen, president of Bird and Sons, Inc., will succeed him on 
the board of directors, and Thomas Nelson Perkins succeeds 
him as chairman of the executive committee, 

James J. Hourahan, traffic representative of the Hood Rub- 
ber Company, died at Washington, D. C., February 27. 

L. R. Wilson has been appointed division freight and passen- 
ger agent, Wabash, at Moberly, Mo. S. G. Borthers has been 
appointed traveling freight and passenger agent. The titles of 
acting division freight and passenger agent and acting traveling 
freight and passenger agent have been abolished. 

C. G. Bowker, general manager of the Grand Trunk-Canadian 
National lines west of the St. Clair and Detroit rivers, has suc- 
ceeded to the presidency of the Detroit Terminal railroad. The 
appointment was. made at the annual meeting and is a conse- 
quence of the alternation in office of the Grand Trunk and the 
Michigan Central, joint owners of the terminal, Mr. Bowker 


succeeds E. D. Bronner, vice-president of the Michigan Central, 
who had held the position of president since the inception of 
the arrangement. 

J. R. Lewallen has been appointed traveling freight agent, 
Kansas City Southern and Texarkana and Fort Smith, at Tulsa, 
succeeding Henry A. Gibson, resigned. 


DOINGS OF THE TRAFFIC CLUBS 


Thirteen hundred members and guests assembled in the 
ball room of the Palmer House the evening of March 15 for the 
twenty-first annual dinner of the Traffic Club of Chicago. Presi- 
dent A. E. Clift, who presided, told of the great growth of the 
club in the last year. There are now over 1,700 members in 
all, the resident membership list being nearly 1,300. The de- 
mand for more room was such, he said, that the club would have 
to abandon its new quarters in the Palmer House, which have 
been occupied only a year, and move to larger quarters in the 
same hotel, where there will be ninety per cent more space. 
Arrangements for this move have been completed. The speaker 
of the evening was W. R. Dawes, vice-president of the Central 
Trust Company of Illinois, and president of the Chicago Asso- 
ciation of Commerce. His subject was “The Developing West.” 
He gave the railroads due credit for their part in the develop- 
ment, spoke of the handicap they suffered by reason of the 
Panama Canal, and said they were entitled to consideration in 
rate adjustments and levels that would enable them to continue. 
However, in talking about inland waterway transportation, he 
advocated the Mississippi Barge Line as a further means of 
developing the western country. He said this additional agency 
of transportation was necessary, if for no other reason, be- 
cause the growth of western cities would soon make it impossible 
for the railroads to obtain sufficient land for terminal facilities. 
In Chicago, he said, the railroads occupied for this purpose 
some eleven thousand acres. He asked where they could get 
eleven thousand .more acres if their business doubled, as it 
would in years to come. The humor of the occasion was fur- 
nished by a speaker introduced as the Honorable Dillon Mul- 
cahey, under Minister of Railways of the Irish Free State. He 
discussed transportation in Ireland and this country with rich 
humor but with intelligence, and most of those present who 
had not been let in on the subject thought he was genuine. 
One member was heard questioning him after adjournment on 
dining car service in Ireland. The invocation was by the Rev. 
John Timothy Stone. The musical numbers were by the Chi- 
cago & North Western Railway Band and Frank Bennett’s 
Chicago Concert Company. George B. Hild was chairman of 
the dinner committee. 


F. C. T. O’Hara, deputy minister of trade and commerce, 
Ottawa, Ont., addressed a dinner-meeting under the auspices 
of the Canadian Manufacturers’ Association, the Montreal Board 
of Trade, Traffic Club of Montreal, and Canadian Industrial 
Traffic League at the Windsor Hotel, Montreal, March 14. His 
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subject was ‘Trade Possibilities in South America.” He re- 
cently returned from a six months’ tour of South America, un- 
dertaken in behalf of the Department of Trade and Commerce, 
covering over fourteen thousand miles. 





The Transportation Club of Louisville will hold a “Spring 
Dinner Meeting” at the Brown Hotel March 20. F. Harold Van 
Orman, Lieutenant-Governor of Indiana, will speak on “Friend- 
ship.” The Rev. Charles H. Pratt, acting pastor, Third Pres- 
byterian Church, will give the invocation and James Breathitt, 
Jr., Lieutenant-Governor of Kentucky, will be toastmaster. En- 
tertainment will include music by the American Broadway 
Quartette. 





The Traffic Club of New England will hold a meeting at 
the Copley-Plaza March 20. Robert C. Fulbright, chairman of 
the legislative committee of the National Industrial Traffic 
League, will speak on “Pending Railroad Legislation.” There 
will be a program of music. 





The Norfolk-Portsmouth Traffic Club held a “Seaboard Air 
Line Night” at the Fairfax Hotel March 15. Addresses were 
made by Mayor S. Heth Tyler and Smith R. Brittingham, assist- 
ant general solicitor, Seaboard Air Line. There was a program 
of vaudeville and music. 





The Traffic Club of Kansas City held a luncheon at the 
Hotel Baltimore March 13. There was a program of entertain- 
ment. 





The Traffic Club of Wichita held a meeting at the Wichita 
Club March 15. H.S. Ensign, Individualizing Company of Kansas, 
was in charge. About two hundred from Kansas City aré ex- 
pected to attend the “Kansas City” night at the Innes Tea Room 
March 22. Guests from Tulsa, Oklahoma City and St. Louis are 
expected, also. The speaker will be Cyrus Crane, general coun- 
sel, Kansas City Southern. C. E. Johnston, president, Kansas 
City Southern, will be guest of honor. Entertainment will in- 
clude golfing in the afternoon, dinner and a program, in the 
evening. 





The Traffic Club of Minneapolis held a “St. Patrick’s Day 
Party” at the Nicollet Hotel March 15. The program was ar- 
ranged by the Soo Line division of the Railway Business Wom- 
en’s Association of the Twin Cities. Catherine Murdock, secre- 
tary-treasurer, McCall-Bridge Players, was the speaker. There 
was an elaborate program of entertainment. The ladies were 
invited. 





The Akron Traffic Club will hold a luncheon at the Elks 
Club March 20. 





The Traffic Club of Memphis will hold a joint meeting with 
the Memphis Agricultural Club March 19. L. W. Baldwin, presi- 
dent of the Missouri Pacific, will be guest of honor. He will be 
accompanied by E. H. McReynolds, editor of Missouri Pacific 
Magazine. Dr. Tait Butler, president of the agricultural club, 
will be toastmaster. 





The Traffic Club of Denver held an informal dinner and 
dance with the Denver Commercial Traffic Club at the Colorado 
Motor Club March 14. Officers were installed. Officials of the 
Santa Fe and their ladies were guests. 





The Grand Rapids Transportation Club will hold a meeting 
at the Association of Commerce March 22. John C. Beukema, 
secretary and manager, The Greater Muskegon Chamber of 
Commerce, will be the speaker. The new officers of the club 
are as follows: President, T. A. McMillen; vice-president, J. E. 
Chamberlain; vice-president, George E. Hunt; secretary, Paul 
F. Burns; treasurer, W. R. Cornelius; executive committee, W. 
D. Fairchild, W. A. Napper, A. Van Keulen and W. S. Nixon, 
with the officers. 





The Traffic Club of Tulsa held a luncheon March 13, which 
was attended by approximately 115 persons. H. J. Andrews, 
general agent, Chicago & Alton, was in charge of entertainment. 
Dexter Mason, at the piano, and Helen Morris, both of the Okla- 
homa Natural Gas Company, furnished entertainment. J. W. 
Welsh, secretary, American Electric Railways Association, New 
York, spoke on the bus, tramcar and tube systems in the 
British Isles and principal cities of Europe. Among the guests 
was J. Ball, of the Vacuum Oil Co., Oklahoma City, Okla. 





The Traffic Club of St. Louis held a luncheon designated 
“Terminal Railroad Day” March 12, with an attendance of 377. 
The principal speakers were Henry Miller, president and chair- 
man of the board of directors, Terminal Railroad Association, 
and A. E. Clift, president of the Chicago Traffic Club and a 
director of the Terminal Railroad. At the head table were the 
following directors of the same railroad, who were having a 
special meeting of their board in St. Louis that day: W. G. 
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Bierd, president, C. & A., Chicago; H. B. Voorhees, genera 
manager, B. & O., Cincinnati; J. E. Taussig, president, Wabash, 
St. Louis; L. C. Fritch, vice-presidnt, Rock Island, Chicago: 


president, Frisco, St. Louis; Benjamin McKeen, vice-president 
Pennsylvania, St. Louis; T. M. Pierce, vice-president and general 
counsel, Terminal Railroad Association, St. Louis; C. A. Vip. 
nedge, secretary and auditor, Terminal Railroad Association 
St. Louis; Columbus Haile, president M. K. T., St. Louis; H. 4’ 
Worcester, vice-president, C. C. C. & St. L., Cincinnati; ang 
L. W. Baldwin, president, Missouri Pacific, St. Louis. 





Approximately 1,250 railroad, industrial and steamship off. 
cials attended the twenty-seventh annual dinner of the Traffic 
Club of Pittsburgh at the William Penn Hotel March 8. The 
invocation was by Alexander Gibson, pastor, McKinley Par, 
Presbyterian Church. W. J. Herman, president of the club, 
introduced George A. Buse, president of Buse & Caldwell, who 
acted as toastmaster. The speaker, Edwin P. Morrow, former 
Governor of Kentucky and a member of the Board of Mediation, 
Washington, D. C., could not attend and his place was filled 
by his twin brother, Col. Charles Morrow. The humorist of the 
evening was Donald McLean, journalist, author and traveler, 
R. J. Wensley, an engineer of the Westinghouse Electric and 
Manufacturing Company of Pittsburgh, demonstrated his ney. 
est invention, known as the “Televox” or “Mechanical Man.” 
J. H. Carroll, Jr., was general chairman of the dinner committee 
and D. M. Crawford was vice-chairman. 





The Transportation Club of St. Paul has authorized W. BE. 
Butterbaugh to hold some open forum meetings this spring in 
accordance with the suggestions of the educational committee 
of the association. The film, “The Fair of the Iron Horse,” was 
shown at a luncheon March 13. 





The San Antonio Traffic Club held a meeting at the Y. M. 
Cc. A. March 12. Roy Strong was the speaker. 





At a meetinng of the Pacific Traffic Assoication at the 
Palace Hotel March 6, a double warning against the extension 
of government ownership and operation of the merchant marine 
and the hampering of highway transport development by legis- 
lation was sounded by A. J. Brousseau, president of the Mack 
Trucks, Inc., and vice-president of the eastern division of the 
Chamber of Commerce of the United States. Prior to the ad- 
dress of Mr. Brousseau, there was discussion of Senator Rob- 
inson’s demand that the Commission submit to the Senate 
all of its decisions of the past five years. It was decided to 
refer the matter to the legislative committee for an investigation 
and report at the next meeting. Entertainment was furnished 
by Clarence Coleman, of the real estate firm, Coldwell, Cornwall 
& Banker, popularly known to radio fans as “Professor Schnit- 
zel.” 





The Women’s Traffic Club of San Francisco elected the 
following officers at its annual meeting at the Stewart Hotel 
March 8: President, Miss Edith Johnson, Southern Pacific; 
vice-president, Miss Esther Whited, Overland Freight Transfer 
Company; secretary, Miss Isabel Tooley, Eldorado Oil Works; 
treasurer, Miss Katherine Wrenn, Balfour, Guthrie & Co.; di- 
rectors, Miss Nan G. Lawrence, San Francisco Machinery Deal- 
ers’ Association, and Miss Lee Wegener, E. C. Evans & Sons. 
Miss Winifred G. Bauer, American-Hawaiian Steamship Con- 
pany, the retiring president, received a vote of thanks for her 
efforts and accomplishments while in office. 





W. C. Fitch, of San Francisco, executive vice-president of 
the Associated Traffic Clubs of America, writes as follows of 
plans for entertaining the convention of the association in San 
Francisco next June: 

Attendants at our more recent semi-annual meetings will 
recall that, from time to time, there was some expressed thought 
that a meeting might profitably be held on the Pacific coast, 
but it was not. until the meeting in Memphis last April that the 
member clubs in San Francisco and Los Angeles formally in- 
vited our members to meet here. Even then, as their spokesman, 
I was somewhat uncertain as to whether it would be practicable 
for the association to hold a convention so far from the populous 
east—this because of the time and expense that would be int- 
volved in the journey of its delegates. However, the sentiment 
in favor of holding the annual meeting this year at San Frat- 
cisco was so pronounced at the Richmond meeting last fall that 
I have now concluded that the attendance will be greater than 
at any previous meeting of the organization. If this should be 
the result, I shall be gratified, not only because of local pride, 
but more particularly because of the benefit that will thus 
accrue to the association. 

The Transportation Club of San Francisco, the Pacific Traf- 
fic Association, the Women’s Traffic Club of San Francisco, and 
the Oakland Traffic Club have each appointed a committee of 
arrangements for the reception and the business and personal 
entertainment of delegates and visitors. These committees have 
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been organized into one general committee on arrangements. 
The officers are: General chairman, William C. Fitch, Southern 
Pacific Company; vice-general chairman, W. L. Garver, Cali- 
fornia-Hawaiian Sugar Refining Corporation; treasurer, Walter 
J. Lane, Guggenheim and Company; secretary, I. W. Condon, 
Southern Pacific Company. Advisory committee: W. J. Martin- 
dale, American Railway Express Company (Transportation 
Club); R. C. Bray, Trojan Powder Company (Pacific Traffic 
Association); Miss Edith Johnson, Southern Pacific Company 
(Women’s Traffic Club of San Francisco); L. B. Hughes, Mont- 
gomery Ward and Co. (Oakland Traffic Club). Finance com- 
mittee: Chairman, Charles L. Wheeler, McCormick Steamship 
Company. Publicity committee: Chairman, BE. M. Stewart, Luck- 
enback Steamship Company. Hotels committee: Chairman, C. 
W. Norton, Norton Lilly Steamship Company. Transportation 
committee: F. C. Lathrop, Southern Pacific Company, chairman. 
Entertainment committee: Chairman, J. EB. Eade, Dolliver and 
Brother. Speakers committee: Chairman, J. H. Handlon, Mar- 
ket Street Railway Company. Committee on advertising and 
printing: Chairman, George Martin, Pacific Shipper. Committee 
on reception of delegates: Chairman, R. D. Williams, Western 
Pacific Company. Reception of visitors: Chairman, Miss Hilda 
Miehle, Wholesale Traffic Association. 

It is planned to hold the business sessions in the historic 
Palace Hotel, and, doubtless, a majority of the delegates and 
visitors will register there. The Transportation Club is located 
on the ground floor of the Palace, with an entrance leading from 
the main lobby and an entrance leading from the street. The 
reception committees expect to meet the trains on which del- 
egates and visitors will arrive, provided some arrangement can 
be made in advance indicating the trains on which they will 
come. This can readily be done if attendants will give advance 
notice to C. W. Norton, chairman of the hotel committee, care 
of Norton Lilly Company, San Francisco, who will make hotel 
reservations for those desiring them and who will notify R. D. 
Williams and Miss Miehle. It is planned to send out badges to 
persons whose names are received in time, so that they may 
wear these badges when alighting from the trains, but if, for 
any reason, they should not be met in this manner, it will be 
appreciated if they will give telephonic notice to the secretary 
of the Transportation Club in the Palace Hotel as soon as they 
arrive. 

Assuming that the meeting will be held on Tuesday and 
Wednesday, June 12 and 138, with a directors’ meeting June 11, 
there will probably be an informal dance at the Transportation 
Club rooms on Monday evening, June 11. The first business 
session (Tuesday) will be held at the Palace Hotel. All the local 
club committees have recommended that the second business 
session (Wednesday) will be held at Oakland, which is across the 
bay from San Francisco and is a part of the industrial area 
of the bay region. If the directors should decide that this is 
desirable, arrangements will be made for the transportation of 
the delegates in a body to and from the meeting place in Oak- 
land. Definite arrangements will be made for the entertainment 
of the visiting ladies during their stay, and for a golf tournament 
if time permits. The Women’s Traffic Club of Los Angeles, 
member of the Associated Traffic Clubs of America, hopes to 
arrange for some entertainment to delegates and visitors who 
may stop in Los Angeles, and it will, doubtless, have the co- 
operation of the Los Angeles Transportation Club. It is ex- 
pected also that the Seattle Traffic Club, Portland Traffic Club, 
Spokane Traffic Club, and San Diego Traffic Club will be repre- 
sented at the San Francisco meeting, though they are not mem- 
bers. Because of the interest that Pacific coast traffic clubs 
have in the national organization and particularly because their 
members realize that most of the visitors to the forthcoming 
meeting have business connections in this territory but have 
not heretofore visited it, there is a general desire that their trip 
to the Pacific coast may be altogether profitable to them, and 
I think we are warranted in the belief that it will be. 


OPEN FORUM MEETINGS 


(By W. E. Butterbaugh, Chairman Educational Committee, 
a & G& @ a 





The educational committee of the Associated Traffic Clubs 
of America suggests that member clubs organize a series of 
pe forum meetings in accordance with their educational cam- 
paign. 

This plan is similar to the one now being followed by the 
Los Angeles Transportation Club, among others, like the one 
so successfully used by the Traffic Club of Chicago, some years 
ago, and similar to the occasional meetings of this character 
held by practically every traffic club. 

This program would be initiated by the president of the 
local traffic club. He would call a meeting of the entertainment 
committee, public affairs committee, or educational committee, to 
work out plans. At such a meeting the following subjects would 
be taken up: (1) Time and frequency of meetings; (2) place 


and attendance; (3) programs for meetings; (4) procedure at 
meetings. 
Time. 


It is suggested that monthly meetings be held, in 
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the evening. Six meetings would be planned, and the dates 
for each would be set in advance, so that all members would 
be acquainted with the full program and encouraged to attend, 
This is in accordance with the plans of other technica] and 
business organizations. The meeting would be called for ejgh, 
o’clock, and would last until about ten o’clock. 

Place. The place of meeting would depend on the club 
facilities and on attendance. It could also be changed, if de. 
velopments warranted. The regular dining room or Meeting 
room of a club, maintaining such quarters, would be used, Unless 
the members turned out in too large numbers. 

In the event that invitations were extended to the genera) 
public and to other business organizations (a desirable plan) 
larger quarters would, no doubt, be needed, and could probably 
be secured from the chamber of commerce, school board, o; 
some other public or semi-public source. 

Program. Nothing inspires attendance so much as a pp. 
gram devoted to subjects of local public interest and effect jp 
the form of a debate. Such a meeting tends to create interest, 
to inspire discussion, to stimulate thought, to hold attention, 

It is suggested that transportation subjects of genera] jp. 
terest, involving local and national problems, be docketed. The 
object of the meetings being educational, and not legislative, 
there would be no need that the meeting reach definite concly. 
sions. 

Subjects of the following character are suggested: 


The effect of the proposed merger of the ...... railroads, upon 
Commissioner Eastman’s ideas on government ownership. 
The effect of the Hoch-Smith resolution. 

How inland water navigation on the ...... would work out. 
The fourth section of the interstate commerce act. 

The use of inland terminals. 

Store-door delivery. 

The need for union passenger stations. 

Interstate regulation of highway carriers. 

Interstate regulation of port to port water carriers. 

The problems of establishing a merchant marine. 

The intercoastal steamship situation. 

The over development of transportation facilities. 


Procedure. Talks would be given on both sides of such a 
question as “The Value of the Hoch-Smith Resolution,” and then 
the meeting would be thrown open for a free discussion. For 
success in this, discussion leaders would be prepared to start the 
open discussion, and the more open the discussions, the more 
successful the meeting. 

If there is but one side to the subject, it would be discussed 
with reference to its different phases. 

The committee in charge of the forum programs would select 
chairmen and speakers for the meetings, and also designate 
certain members of the club to assist in leading the discussions. 

Suggestions for Speakers. The remarks of the speakers 
might be written and copies placed in the hands of the con- 
mittee two or three days in advance of the meeting. These 
papers could be constructively criticised, and also used for pub- 
licity purposes. Speakers could use their manuscripts in speak- 
ing if they preferred to do so. 

From ten to fifteen minutes would be regarded as the right 
time for each to talk, if two or three were on the program. 
Since the audience would be cosmopolitan, the talk would be 
slowly delivered, using about 100 to 125 words a minute. Too 
rapid a delivery should be guarded against. Technical terms, 
unexplained, should be avoided, and 90 per cent of the words 
used should be of one or two syllables. Informal and personal, 
simple diction, using the pronouns “I” and “You” freely, should 
be encouraged. The closer the personal relationship between 
the speaker and the audience, the better. The listeners like to 
be taken into the confidence of the speaker. 

Good illustrations, to tide over difficult places, and pictures 
of situations that come closely into the listeners’ experience 
should be encouraged on the part of forum speakers. A link 
between the listeners and the subject, showing how it touches 
the lives of each one, somehow, particularly in the opening sen- 
tence or two, would be advisable. 

Conclusion. Educational work in the community of this 
character, on the part of traffic clubs, will tend to advance the 
best interests of traffic men. It will also be appreciated by the 
community as a publice service on the part of the club. 

It is the privilege and duty of traffic men to use every pos- 
sible means of acquainting citizens with the logical, sound, views 
on technical transportation and traffic problems of the day, in 
order that the best interests of all parties concerned may be 
preserved. 

Consequently, the conducting of traffic forums, open to the 
public are activities that every traffic club is encouraged to 
engage in. 





STATISTICAL REPORT TEXT 


The Commission has issued the text of the fortieth annual 
report of the statistics of railways in the United States for 
the year ended December 31, 1926. The report also includes 
selected data relating to other common carriers subject to the 
interstate commerce act for the same year. It is a pamphlet 
of 138 pages. 
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(WW Itinerary: New York—Havana—Panama 
SALE Canal—Balboa—San Diego (Westbound)— 
Los Angeles—San Francisco. 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far Eastern 
and Australian ports. 


Passengers’ automobiles accepted un- 
crated as baggage at moderate charge. All 
steamers equipped for refrigerator cargo. 


Proposed Sailing Dates 
Eastbound from 
Westbound from New York San Francisco—Los Angeles 


S.S. Mongolia Mar. 22_ S.S. California Mar. 31 Apr. 2 
S.S. Manchuria Apr.12  S.S. Mongolia Apr. 14 Apr. 16 
S.S. California Apr. 21 S.S. Manchuria May 5 May 7 


PANAMA Paciric LINE 


INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 

(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 

Chicago, 180 N. Michigan Ave. Boston, 84 State Street 

Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Commerce Bldg. 
San Francisco, 60 California St. Los Angeles, Central Bldg. 
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MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 









From Baltimore, Philadelphia and 
New York 
Bi-Weekly or Fortnightly 











DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 














MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


Branch Offices 
Chicago, St. Pittsburgh, Baltimore 
cnen, St. Loui Pittabureh ileens 






McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS . 






Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 


Railways of Mexico 


From Veracruz to: 


From Tampico to: 
Mexico City 


Pachuca - 47 hours 


Mexico City 23 hours 
Pachuca- - 23 hours 
Puebla - - 20 hours 


47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- 
American Line.) 


For complete information, communicate with 


F. P. De Hoyos, Gen. Agent G. B. Agua, Gen. Agent 


Through bills of lading issued by 


1515 Penn Building 219 Exch. ~~, 
New York City &. 4 amy ™ 


steamship lines to all destinations = F.N. Puente, Gen. Agt. A. Horcasitas,Com. Agt. _F. C. Lona Agt. 
441 Monadnock Bldg. 414 Rimage y Bank Bidg. 301 —. Buil ing 


on the National Railways of Mexico San Francisco, Cali 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A trafficman of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. 7 y 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that ec a ~ aren too complex for the kind of investigation 
herein contemplated. 

Radeon Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


of 


Rebilling to Defeat Through Interstate Rate 

Georgia.—Question. A dealer in sand, gravel and other 
building materials finds that there are no commodity rates from 
his place of business, but does find intrastate rate by the use 
of which a through combination rate from “A” to “C” can be 
reduced by shipment to his place of business at “B” at the 
interstate rate, pay the freight charges and sign delivery receipt, 
then order car to another carrier, take out new bill of lading 
and prepay charges from “B” to “C” on basis of the intrastate 
rate. As the lading is not disturbed would it be considered that 
the consignees had taken lawful possession of the property and 
entitled to shipment from “B” to “C” at the intrastate rate. 

Answer: Under the Interstate Commerce Act, as construed 
by the Supreme Court of the United States in B. & O.S. W. R. R. 
Co. vs. Settle et al., 260 U. S. 166, the through interstate rate 
must be applied to a movement between two points, even though 
the shipment is rebilled at an intermediate point, if the inten- 
tion of the shipper, as admitted or as may be gathered from the 
incidents of the movement, it is evidenced that the shipment was 
to go to its final destination, at the same time it was originally 
delivered to the carrier for transportation. 

The Supreme Court, while apparently recognizing the fact 
that it is possible to so handle a shipment as to defeat the 
through interstate rate, did not approve of this practice, but 
based its decision in that case on the admission of the defendant 
that a shipment to the ultimate destination was intended at the 
time the shipment was delivered to the carrier at the original 
point of shipment. 

Overcharges—Voluntary Refund of Where Claim Is Presented 
Within Two Years from Date of Delivery 

Tennessee.—Question: Kindly give us your opinion as to 
whether a railroad must decline to pay a claim which was filed 
within the described limit. 

A shipment moved on August 27, 1920, and we filed a rate 
claim on this shipment May 11, 1921. The railroad, however, 
held the papers in their files without answering our letters 
or paying claim. 

After our inquiring several times as to why they had not 
paid this claim, they finally answered, after the claim had laid 
in their files dorment three years, stating they were not al- 
lowed to refund us the amount of the claim, although they 
stated that their agent here in Memphis was at fault in keeping 
the papers in his files. 

Kindly let us know what can be done concerning the collec- 
tion of such a claim. 

Answer: Under the decision of the Supreme Court of the 
United States in the case of U. S. vs. Wolf, 261 U. S. 133, as 
construed by the Interstate Commerce Commission in its Con- 
ference Ruling of February 23, 1924, the carrier cannot at this 
time refund the amount of your claim. The Commission in its 
Conference Ruling above referred to said: 


Upon inquiries as to the effect of the decision rendered on Febru- 
ary 19, 1923, by the Supreme Court of the United States, in Kan. 
City So. Ry. vs. Wolf, 261 U. S. 133, the Commission construes that 
decision and paragraph (3) of section 16 of the Interstate Commerce 
Act as prohibiting common carriers subject to the act from paying, 
subsequent to the two-year period of limitation contained in that 
paragraph, claims for overcharges presented to the carriers by ship- 
pers or consignees either within or subsequent to said two-year period 
of limitation, unless within said two-year period the claims have been 
presented to the Commission or to a court of competent jurisdiction in 
accordance with the applicable provisions of said act. 


Notice of Claim—Necessity For 


Wisconsin.—Question: We have just received notice from 
one of our shippers reading as follows: 


If this shipment reaches you short, damaged, or fails to arrive, 
claim must be made in writing to the carrier at point of delivery 
within four months after delivery of the property, or, in case of 
failure to make delivery, then within four months after a reasonable 
time for delivery has elapsed. 

This is important because under a recent ruling of the United 
States Supreme Court the stipulation in the bill of lading describing 
the four months’ limitation for filing of loss or damage claims was 
declared valid and the carriers have advised that claims for loss or 
damage filed after the expiration of four months’ period cannot legally 
be entertained. 


Kindly favor us with any information you have concerning 
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this rule, and if same has been published in one of your issues 
please favor us with date. ' 
Answer: Paragraph 11 of Section 20 of the Interstate Cop. 


merce Act, as amended March 4, 1927, contains the following 
provisions: 


Provided, further, that it shall be unlawful for any such receiyip, 
or delivering common carrier to provide by rule, contract, regulation 
or otherwise, a shorter period for giving notice of claims, than 4 
days, for the filing of claims than 4 months, and for the institution 
of suits, than two years, such period for institution of suits to 
computed from the day when notice in writing is given by the carrier 
to the claimant that the carrier has disallowed the claim or any part 
or parts thereof specified in the notice. 

Provided, however, that if the loss, damage, or injury complaineg 
of was due to careleSsness or negligence while the property was in 
transit, or while the property was being loaded, or unloaded, or was 
due to unreasonable delay in transit or in loading or unloading, then 
no notice of claim or filing of claim shall be required as a condition 
precedent to recovery, but in no case under this proviso shall suit be 
instituted after three years from the time such cause of action accrued, 

The carriers in paragraph B, of Section 2 of the Uniform 
Bills of Lading Contract Terms and Conditions, have provided 
for a period of six months in which a claim may be filed. 

As the Supreme Court has construed the second provision 
above quoted, unless a claim or notice of claim is filed within 
the stipulated time, the shipper must prove negligence on the 
part of the carrier. See Burrett vs. Van Pelt, 268 U. S. 25; 
Davis vs. John L. Roper Lumber Co., 269 U. S. 158, and C. & 0. 
vs. Thompson Manufacturing Co., 270 U. S. 416, cited in ow 
answer to “New York,” on page 428 of the February 18, 1928 
Traffic World, under the caption “Notice of Claim.” 

Notice of Claim—What Constitutes 

Ohio.—Question: We refer you to a shipment of sand 
shipped via carrier “A,” consigned to Berea, Ohio, for delivery to 
carrier “B.” 

At the time shipment was made carrier “A” weighed the 
car and found there was a loss of practically 53,600 pounds from 
the original movement. When the car arrived at destination 
on carrier “B” carrier “B” furnished a loss report dated Sep- 
tember 24, 1926, also showing a loss of 53,600 pounds. 

The claim was not presented until March 7, 1927, and the 
carriers declined to pay same, claiming it was not presented 
within the proper time. 

In perusing your Traffic World, February 18 issue, page 428, 
our contention is that your answer to “New York” covers our 
case and we feel that the carrier should pay the claim on the 
document which we sent them covering the shortage issued by 
the New York Central. 

We note your communication to New York that prior to the 
amendment of March 4, 1927, under the wording, “That if the 
loss, damage or injury complained of was due to carelessness 
on the part of the carrier, no notice of claim or filing of claim 
should be required as a condition precedent to recovery.” 

Therefore, under the circumstances, we feel that inasmuch 
as the carriers knew of the loss at the time and we forwarded 
them the document signed September 24, 1926, covering the loss, 
this document would adjust the claim upon presentation, regard- 
less of the time the claim was presented. 

Answer: With respect to this question, see our answer to 
“South Carolina” under the above caption, on page 486 of the 
February 24, 1928, Traffic World, insofar as the question of 
whether the document referred to in the last paragraph of your 
letter constitutes a notice of claim, that is, whether it put the 
carrier on notice that you would expect reimbursement for 
the loss. 

If the document in question did not constitute a claim, or 
notice thereof, recovery of the amount of your claim is con- 
tingent upon your proving negligence on the part of the carrier, 
in accordance with the decisions of the Supreme Court of the 
United States, cited in our answer to “New York,” on page 
428 of the February 18, 1928, Traffic World, under the caption 
“Notice of Claim.” 

Refused Carload Shipments—Right of Carrier to Store and 
Assess Switching Charges Incidental to Storage When Re- 
fusal by Consignee Occurs 
Pennsylvania.—Question: A carload of steel plates is placed 

in consignee’s plant at point A, but is refused and taken out of 

plant to hold track within switching limits of point A. After- 
wards the consignee accepts the car and it is again placed in 
consignee’s plant and unloaded. What charges, if any, except 
demurrage, would be applicable in addition to the rate from the 
point of origin to destination? Cite authority for your opinion. 

Answer: We believe the correct answer to this question 
depends altogether upon the time when the consignee rejected 
the shipment, that is, before or after delivery to him. Whether 
delivery was effected prior to the rejection, we believe, depends 
upon whether possession of the shipment had changed from 
railroad company to consignee. If at the time shipment was first 
rejected it remained in possession of the railroad company, the 
latter had the right and it also had the duty to place the goods 
in storage either in a public storage or on its own premises. 
It is a very common practice to store carload shipments by 
placing upon them some convenient hold track. Team tracks 
are frequently used for this purpose. In storing refused ship- 
ments the carrier must not pile up unnecessary or unreasonable 
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. <a Steamship Service 
























Regular Freight Sailings 


between 


New York, New Orleans, Boston 


and San Francisco 


and 





view CHARLES RIVER STORES, 131 Beverly St. 


Direct Connection with Boston & Maine R. R. 


Also ALBANY TERMINAL STORES, 137 Kneeland St. 


Direct Connection with Boston & Albany R. R. 


Also SUMMER STREET STORES, 419 Summer St. 


Direct Connection with N. Y., N. H. & H. R. R. 


Also BATTERY WHARF STORES 


Direct Connection with Union Freight R. R. 





Havana and Santiago, Cuba; Jamaica, 
Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, and via trans- 
shipment at Cristobal to West Coast Ports 

of Mexico, Central and South America 












For rates and other information, address 


Total General Storage Capacity: 9,706,000 Cubic Feet 
FREIGHT TRAFFIC DEPARTMENT 





MAIN OFFICE: 


433 California St. 17 Battery Place 321 St. Charles St. 
: Quincy Market Cold Storage & Whse. Co. a a 


Boston, Mass. Chicago, III. 


178 Atlantic Avenue, BOSTON, MASS. 
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expense against the owner. It must do the reasonable thing. 
Any charges reasonably incidental to proper storage are charge- 
able against the shipment. For this reason we believe that 
if delivery had not been effected when the consignee rejected 
the shipment, an additional switching service to remove car 
from consignee’s plant and to place on hold track was reasonably 
necessary, and the carrier is entitled to charge for this extra 
service imposed by reason of the rejection. 

On the other hand, if the consignee did not reject the ship- 
ment until after actual delivery to him had been accomplished 
the carrier had no duty to regain possession of the car and 
place on hold track in storage. It could have left car standing 
on consignee’s track under demurrage but not under storage. 
The carrier has no duty to store shipments not in its possession. 
It is not liable for any loss or damage occurring to the shipment 
after making an authorized delivery to consignee. If either the 
consignor or the consignee should order the car taken back by 
the carrier, an additional switching charge would accrue; 
otherwise not. 

The question then for determination seems to be, had the 
carrier parted with possession of the shipment before its rejec- 
tion by consignee? This depends, we think, upon the character 
of the track upon which car was standing when consignee refused 
it, that is, whether the track was strictly private over which 
the carrier had no control, or whether it was an industrial track 
of the type where the carrier has control over its operation 
and which track is part of the carrier’s terminal system. If the 
track was of the latter class the carrier had never parted with 
possession and did have a duty to store. Also, if the track was 
strictly a private one, yet one on which the carrier had a duty 
»to spot cars, and if rejection occurred prior to actual spotting, 
then we think the shipment was still in possession of the carrier 
and it had a duty to store. If the car was spotted on the 
private track, or if it was even on such track and the carrier 
had no duty to spot cars thereupon, we would say that the 
shipment had been delivered to consignee if rejection occurred 
after arrival of car at such point. 

As instances where the carrier was held to have retained 
possession where cars had been spotted on industrial sidings 
controlled by the carrier as part of its terminal system, see 
Wichita Wholesale Grocery Co. vs. Mo. Pac. Ry., 40 Pac. 899; 
Jolly vs. A. T. & S. F,, 131 Pac. 1057; Ark. Mid. R. R. vs. 
Premier Cotton Mills, 158 S. W. 148. In the Los Angeles switch- 
ing case, 234 U. S. 294, the Supreme Court held that all indus- 
trial sidings which are owned and operated by the carrier are 
mere substitutes for the ordinary public delivery tracks. In 
Y. & M. V. vs. Nichols, 256 U. S. 540, the Supreme Court held 
the carrier liable for cotton destroyed on an industrial track 
constructed at carrier's expense, shipper furnishing land and 
retaining title, and carrier controlling the use of the track. See 
Conference Ruling 121. 

Company Material—Application of Rates On 

Oregon.—Question: “What the X Railroad did with the 
goods or where they hauled them is immaterial, for in doing 
so they were acting, not as a carrier, but as the owner of 
the goods.” 


Upheld the Frisco on the ground that the transportation ended 
at Kansas City. 


The above quotations are taken from page 46 of the Jan- 
uary 7, issue of the Traffic World in answer to a question wherein 
it was stated that certain shipments were consigned to a carrier’s 
shops, presumably a considerable distance from the point where 
the carrier consignee received the goods. 

Conference Ruling 225 says, in part: 


. 24 provided such shipments are consigned through. 


routing instructions of consignor must be observed. 


Conference Rulings have to do with divisions of revenue 
accruing under through rates in Numbers 209, 324 and 486. It 
has been my understanding that the shipping instructions de- 
termined the character of the shipments. If goods were bought 
f. o. b. at the rails of the carrier consignee, should not the bill 
of lading show the railroad as consignee at that point, the move- 
ment beyond being at the pleasure of the carrier as owner of 
the goods. If that is not correct under what authority can a 
carrier claim a division of revenue under a through rate? 

Answer: Where the term f. o. b. is used to indicate the 
passage of title to the purchasing carrier at its junction point 
with the initial carrier, and not merely as a basis for determin- 
ation of the price of the goods, the fact that the shipment is 
consigned to a point beyond the junction point of the purchasing 
earrier with the initial carrier, does not make the shipment a 
through shipment from the point on the initial carrier to final 
destination on the purchasing carrier. See Briggs & Turivas vs. 
Director-General, 112 I. C. C. 318, and West Virginia Rail Com- 
pany vs. P. C. C. & St. L. Ry. Co., 59 I. C. C. 241. In the former 
case the Commission, on page 315, said: 


Under the contract of sale the rails were not to be delivered ‘‘f. 
o. b. M. C. tracks, Chicago,” but the price of the rails was to be 
on the basis of “f. o. b. M. C. tracks, Chicago,” in effect the so-called 
Pittsburgh plus basis of selling. There is nothing of record to show 
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that it was the intention of the parties that the movement to Chicg 

should be a nonrevenue haul or that the transportation should begin 
at Chicago. Complainant apparently was not interested in how 
they moved to Chicago or Kenosha, but pom. in_ what he was to pay 
as fixed by the terms of the contract of sale. The way they moved, 
however, is material in determining the applicable rate, which is ajj 
that we are here concerned with. This case is distinguishable from 
West Virginia Rail Co. vs. P. C. C. & St. L. Ry. Co., 59 I. C. C, 247, 


A carrier is entitled to a division of the through rate Only 
where the shipment is moving as a commercial shipment from 
a point on a prior carrier or prior connecting carriers, to a point 
on its line, that is, on goods sold f. o. b. the latter point, title 
to the goods passing to the carrier at that point. Americap 
Brake-Shoe & Foundry Co. vs. A. G. S., 26 I. C. C. 446; Tuckerton 
Railroad Co. vs. P. R. R. Co., 52 I. C. C. 319, 321. 


Company Material—Application of Rates On 


Maryland.—Question: A carrier purchases material from 
a vendor located at a point on the rails of a connecting carrier, 
Shipments are made in carload lots. The ultimate destination igs 
a point local to the rails of the purchasing carrier. The materia] 
is purchased F. O. B. junction point of the purchasing carrier, 
There are through rates applying via this junction from point 
of shipment to final destination on consignee’s rails. The orig. 
inating carrier publishes a switching rate on carloads applying 
from shipping point to the junction, in which the purchasing 
carrier does not participate. This switching rate is less than 
the originating carrier’s proportion of the through rate. - 

Shipments are forwarded to consignee carrier at junction 
station. The bill of lading shows purchasing railroad as con- 
signee but not as a participating carrier in haul. In the first 
place, can originating carrier deliver such shipments to inter. 
change track of destination carrier under the local rate, or 
should such shipments be delivered on the public delivery track 
of originating carrier at the junction point. In the second place, 
is designating the junction point as the F. O. B. point a device 
to defeat the legal through rate when the ultimate destination 
is known? 

Please cite any authorities in this connection. 


Answer: Under the Beekman case, 21 I. C. C. 270, where 
goods are purchased F. O. B. junction of the purchasing carrier 
with the initial carrier, the local rate to the junction point is the 
applicable charge and not a division of some through rate. The 
shipper cannot pay less than the published rate, but the pur- 
chasing carrier can handle the goods from the junction point 
as company material where title to the goods passes to it at the 
junction point. If, however, goods are sold F. O. B. a point of 
destination on the purchasing carrier beyond the junction point 
with the initial carrier, the seller pays the published through 
rate and the purchasing carrier may receive a division of the 
through rate for the haul thereof. American Brake-Shoe and 
Foundry Co. vs. A. G. S., 26 I. C. C. 446; Tuckerton Railroad Co. 
vs. P. R. R. Co., 52 I. C. C. 319, 321 


If the term F. O. B. is used to indicate passage of title to 
the purchasing carrier at the junction point the rate to apply 
is the interterminal switching rate of the initial carrier applic- 
able from the plant of the consignor to the interchange tracks 
of the purchasing carrier. It is not necessary or proper that 
delivery be made on the team track of the purchasing carrier, 
unless the terms of the sale so specify, in which event the ship- 
ment would be a commercial shipment moving on a point switch- 
ing rate from the consignor’s plant, via the initial carrier to 
the interchange tracks of the purchasing carrier, and thence 
over the rails of the purchasing carrier to its team track, for 
which haul the purchasing carrier would receive its proportion 
of the through switching charge or its charge from the inter- 
change track with the initial carrier to its team track, in the 
absence of a through switching charge from the consignor’s 
plant on the initial carrier to the team track on the pur- 
chasing carrier. 

In our opinion, it is not a device to defeat the through rate 
where goods are sold F. O. B. the junction point of the purchas- 
ing carrier with the initial carrier, for the goods to be billed to 
the junction point even though it be known that they are to be 
moved to a point beyond, as the seller in either instance pays 
the published tariff rate, either to the junction point between 
the initial and the purchasing carrier, or the final destination, 
depending upon the point to which the goods are consigned, 
while the purchasing carrier, in either instance, hauls the ship- 
ment as company material from the junction point, or receives 
a division of the through published rate, depending upon whether 
the shipment is consigned to the junction point of the initial 
carrier, or to final destination. We can locate no cases which 
discuss this question. However, see In the Matter of Rates, 
Divisions, Rules, Regulations, and Practices Governing the Trans- 
portation of Railroad Fuel and Other Coal, 36 I. C. C. 1, 8; 
Romann & Bush Pig Iron & Coke Company vs. Chesapeake & 
Ohio Ry. Co. et al., 49 I. C. C. 338; Tuckerton Railroad Co. vs. 
P. R. R. Co., 52 I. C. C. 319; Pittsburgh Steel Co. vs. Director- 
General, 73 I. C. C. 715, and Traffic Bureau, Chamber of Com- 
merce, Lynchburg, Va., vs. Seaboard Air Line Ry. Co. et al. 
115 I. C. C. 537, which cover instances where goods were sold 
F. O. B. the junction of the purchasing carrier. 





















































































































































































































































































































































































































































March 17, 1928 


SEE aE CEE 





A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take 
advantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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LEONARD’S GUIDE 


Freight, Express, Parcel Post 
RATES and ROUTINGS 


All in One Book! 


Entirely different from agg see you have 
ever seen. It saves Time and Money. 


We keep our subscribers advised of all changes by our 


supplements and by notice necessary. 
The Guide is entirely revised and reprinted each year. 


Four years ago used in only 25 cities. 
Today used in 700 cities! 
Why? 

Because we save our subscribers money 


Send for sample sheets showing how we give 
parcel post and express rates from your city to 
every point in the United States and Canada. 


G. R. LEONARD & CO., Inc. 


155 North Clark St. 15 East 26th Street 
CHICAGO NEW YORK 


Calmar Steamship Corporation 
CALMAR LINE — COAST-TO-COAST 





Voy. 
No. Ship 


2 MASSMAR | Feb. 3 Feb. 8/ Feb. 10 Feb. 15| Mar. 7 Mar. 12 
2 OAKMAR Feb. 17 Feb. 22} Feb. 24 Feb. 29 | Mar.21 Mar. 26 
2 TEXMAR Mar. 3 Mar. 8} Mar.10 Mar.15| Apr. 5 Apr. 10 
69 CUBORE Mar. 18 Mar. 23 | Mar. 25 Mar.30/] Apr. 20 Apr. 25 
3 CALMAR Apr. 3 Apr. 8|Apr.10 Apr.15| May 6 May11 








ee ee 
San Yosutbue 

Voy. Oakland Portland Seattle 

No. Ship Arrive— Depart Arrive Depart Avrive= Depart 


2 MASSMAR | Mar.14 Mar.17 | Mar.20 Mar.21 | Mar.23 Mar.25 
2 OAKMAR Mar 28. Mar.31| Apr. 3 Apr. 4) Apr. 6 Apr. 8 
2 TEXMAR Apr. 12 Apr. 15| Apr. 18 Apr. 19| Apr. 21 Apr. 23 
69 CUBORE Apr. 27 Apr.30| May 3 May 4/]May 6 May 8 
3 CALMAR May 13 May 16| May 19 May 20| May 22 May 24 


Have you tried Calmar Line service ?— 
Steamers sail on regular schedule. 
Get the habit. Route your shipments 
via Calmar Line. 


For information regarding rates apply to 
CALMAR STEAMSHIP CORPORATION, 
Moore & McCormack, Guest Agents, 
5 Broadway, New Yo rk, N. Y. 
Bourse Building, PLilndeinhia’ P 
Citizens National Bank Bldg., +. Md. 
Oliver Building, Pittsburgh, Pa. 
Rookery Building, Chicago, Ill. 
CALMAR STEAMSHIP CORPORATION, 
Swayne & Hoyt, Pacific Coast Agents, 
Francisco, Calif. 


8 
Lobby 4—Central Bldg, Seattle, Wash. 
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Digest of New Complaints 


No. 20363. Sub. No. 3. McDowell County Wholesale Co., Inc., Welch, 
W. Va., vs. N. Y. C. et al. 

Rates in violation of sections 1 and 4 of the act, on evaporated 
apples from Rochester, N Y., to Welch, W. Va. Asks rates for 
future and reparation. 

No. 20724. G. C. Wright, Lakeland, Fla., vs. A. C. L. et al. 

Illegal rates and charges on common brick from Augusta, Ga., to 
Lake Stearns, Fla. Asks refund. 

No. _— The Albemarle Paper Mfg. Co., Richmond, Va., vs. B. & O. 
et al. 

Unreasonable rates on sulphate of alumina from Frankford, Pa., 
and Bridesburg, Pa., to Richmond, Va. Asks rates for future and 
reparation. 

No. 20726. Jackson Traffic Bureau, Jackson, Miss., for Mississippi 
School Supply Co., vs. A. G. S. et al. z 

Rates in violation of section 1, 4 and 6 of the act, on furniture, 
in carload lots, including school desk and school chairs, theatre 
chairs, both in straight and mixed carloads, from Grand Rapids, 
Mich., to points in Mississippi. Asks rates for future and repara- 


on. 
No. 20727. The Spanish River Pulp & Paper Mills, Ltd., et al., Sault 
Ste. Marie, Ont., vs. Algoma Central & Hudson Bay et al. . 

Rates in violation of sections 1 and 3 of the act, on newsprint 
paper from points in Ontario and Quebec, Can., to points in New 

ngland states, New York, Pennsylvania, New Jersey, Delaware, 
Maryland, District of Columbia, Virginia and West Virginia. Asks 
rates for future. 

No. 20728. Northwestern Potato Exchange, Inc., et al., Arnegard, N. 
D., vs. A. & S. et al. . 

Unreasonable rates and charges on potatoes from points in North 
Dakota and Montana to points in Arkansas, Louisiana, Oklahoma 
and Texas. Asks rates for future and reparation. 

No. 20729. Marley Paper Mfg. Co., Childs, Md., vs. A. C. & Y. et al. 

Rates in violation of section 1 of the act, on pulpboard, chipboard 
and other paper products from Childs, Md., to points in Eastern 
Trunk Line and Central Freight Association territories. Asks rates 
for future and reparation. 

No. 20730. The Shenandoah Boxboard Corporation, Winchester, Va., 
vs. A. C. & Y. et al. 

Charges in violation of sections 1, 4 and 6 of the act, on pulp- 
board, chipboard and other paper products from Winchester, Va., 
to points n Eastern Trunk Line and Central Freight Association 
territories, and other points. Asks rates for future and reparation. 

No. by —— Milk Products Co., Chicago, Ill., vs. C. M. St. P. 
. et al. 

Unreasonable rates in condensed or evaporated milk from 
Teamnpe, Ida., to various jobbing points in Montana. Asks rates for 
uture. 

No. 20732. A. Arena & Co., Los Angeles, Calif., vs. Santa Fe et al. 

Unlawful and discriminatory refrigeration charges on citrus 
fruits from points in California to eastern destinations. Asks 
charges for future and reparation. 

No. 20733. Abendroth Bros. et al., Port Chester, N. Y., vs. Boston & 
Albany et al. 7 

Unreasonable rates and charges on foundry, blast and molding 
sand from points in New York and New Jersey to points in Con- 
necticut, New York, Massachusetts and Rhode Island. Asks rates 
for future and reparation. 

No. 20734. New Jersey Coated Paper Co. et al., Montclair, N. J., vs. 
Pennsylvania et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on imported ball clay and China clay from Philadelphia and New 
York to Montclair, Metuchen, Manasquan, Perth Amboy, Rocky 
Hill, Woodbridge and Ridgefield, N. J., and Tottenville and Clif- 
ton, N. Y. Asks rates for future and reparation. 

No. 20735. General Alloys Co., Boston, Mass., vs. A. C. & Y. et al. 

Rates in violation of sections 1 and 3 of the act, on chromium- 
nickel alloy annealing or carbonizing boxes and pots and chrom- 
ium-nickel alloy castings and old returned burnt out chromium- 
nickel alloy castings, boxes and pots, between points in Official 
Classification territory. Asks rating for future and reparation. 

No. — a & Wilkinson, Jacksonville, Fla., vs. Seaboard Air 
‘ ne et al. 

Charges in violation of first three sections of the act, on fruits 
and vegetables because of refrigeration charges. Asks charges 
under shippers’ instructions for initial icing, do not re-ice, as is 
provided for actual service performed, and waiver of collection 
of charges. 

No. 20737. City of Hoopeston, Ill., vs. C. & E. I. 

Rate in violation of fiirst three sections of the act, on coal from 
Clinton, Ind., to Hoopeston, Ill. Asks reparation. 

No. 20738. Blair Lumber Co. et al., Chattanooga, Tenn., vs. Seaboard 
Air Line et al. 

Unreasonable rates and charges on lumber from Midway, Fla., 
to Chattanooga, Tenn. Asks rates for future and reparation. 

No. 20739. New York Architectural Terra Cotta Co., Long Island City, 
N. Y., vs. Central of New Jersey et al. x 

Unreasonable rates and charges on building terra cotta from 
Long Island City, N. Y., to Reading, Pa. Asks rates for future 
and reparation. : 

No. 10740. James S. Kirk & Co., Inc., Chicago, Ill., vs. C. & N. W. 
Demurrage in violation of sections 1 and 6 of the act, on ship- 
ments received at complainant’s plants in Chicago. Asks rules 
‘ and regulations for future and reparation. 
No. ~— Tulsa Traffic Association et al., Tulsa, Okla., vs. A. & S. 
et al. 

.Unreasonable rates on oil well supplies, wrought iron and steel 
pipe, k. d. derricks and tanks and rig irons from Tulsa, Okla., 
to points in Texas and New Mexico. Asks rates for future and 
reparation. 

No, er _— J. Korber & Co. et al., Albuquerque, N. M., vs. Santa 

e et al. 

Class and commodity rates from Lovisville, Ky., and Evansville, 
Ind., to Albuquerque, N. M., in violation of sections 1, 2 and 3. 
Asks for class rates from Louisville territory to Albuquerque, the 
same as El Paso, Tex., and reparation. 


AIR SERVICE TO DETROIT AND TULSA 


National Air Transport announces that it will extend its 
overnight mail and express routes into Tulsa, Okla., and into 
Detroit, as soon as the government can install the necessary 
lighting equipment. United States Department of Commerce 
men are on the ground making their survey, and it is expected 
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operations will start over the extensions within three months 
On the Tulsa line, the planes will fly over the Osage Indian 
reservation. The connection with Detroit will be made possipj, 
by making Toledo, O., a regular stop on the New York-Clevelang. 
Chicago overnight mail and express flight. The Detroit cop. 
nection, and the Tulsa one as well, will be exclusively night 
routes. The Tulsa line will be extended from Ponca City, Okla, 
which already is an important stop of the Chicago-Dallas over. 
night planes. Toledo is now building a modern airport. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended March 10 totaled 15,587 cars, as compared with 16,375 
cars (revised) the preceding week, and 16,322 cars in the gor. 
responding period of 1927, according to the Bureau of Agri. 
cultural Economics of the Department of Agriculture. Ship. 
ments were reported as follows: 


Apples, 775 cars; asparagus, 13 cars; carrots, 280 cars; cabbage, 
1,069 cars; cauliflower, 478 cars; celery, 733 cars; cucumbers, 6 cars; 
imports, 2 cars; eggplant, imports, 16 cars; grapefruit, 514 cars; im- 
ports, 67 cars; green peas, 28 cars; imports, 64 cars; lemons, 194 cars; 
lettuce, 1,133 cars; mixed citrus fruit, 264 cars; mixed vegetables, 805 
cars; imports, 25 cars; onions, 561 cars; peppers, 38 cars; imports, 
47 cars; oranges, 1,527 cars; imports, 83 cars; pears, 20 cars; spinach, 
516 cars; strawberries, 115 cars; string beans, 32 cars; sweet pota- 
toes, 377 cars; tomatoes, 53 cars; imports, 271 cars; potatoes, 6,074 
cars; imported, 217 cars. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
February 23-29, inclusive, was 372,916, as compared with 385,232 
cars in the preceding period, while no shortage was reported, 
according to the car service division of the American Railway 
Association. The surplus was made up as follows: 


Box, 139,560; ventilated box, 875; auto and furniture, 15,119; total 
box, 155,554; flat, 8,487; gondola, 88,196; hopper, 79,976; total coal, 
168,172; coke, 1,331; S. D. stock, 22,352; D. D. stock, 2,239; refrigerator, 
12,755; tank, 649; miscellaneous, 1,377. 


Canadian roads reported a surplus of 16,000 box, 300 auto 
and furniture, 550 flat, 400 gondola, 1,100 S, D. stock, 425 re 
frigerator and 222 miscellaneous cars. 


TELEPHONE COMPANY EARNINGS 


Telephone companies having annual operating revenues in 
excess of $250,000 had an aggregate operating income of $226, 
383,053 in the twelve months ended with December, 1927, as 
compared with $212,225,049 in 1926, an.increase of 6.7 per cent, 
according to the monthly statement prepared from company 
reports by the bureau of statistics of the Commission. For 
December, 1927, the operating income was $13,385,982, as com- 
pared with $18,887,887 in December, 1926, a decrease of 29.1 
per cent. The number of company stations in service at the 
end of December, 1927, was 14,740,452, an increase of 786,395, 
or 5.6 per cent, as compared with the number at the end of 
December, 1926. 

The ratio of expenses to revenues in 1927 was 67.13 per 
cent, as compared with 66.95 per cent in 1926. In December, 
1927, the ratio was 75.69 per cent, as compared with 67.44 per 
cent in December, 1926. 


CHICAGO SHIPPERS’ CONFERENCE 

Reiteration of approval of the present Lowery agreement, 
applying the same basis to all commodities for movement 
within the Chicago switching district, and opposition to any 
change in that, as expressed in resolutions adopted at previous 
meetings, was the prominent feature of a meeting of the 
Chicago Shippers’ Conference Association March 14. 

George W. Oliver, accountant, who has been employed by 
the association, reported that the carriers had turned over the 
cost data and studies they had been making of the district, 
preparatory to the hearing in docket 19610, switching rates in 
the Chicago switching district, and the cases joined with it. 
He said he expected to be able to complete his examination 
of the data satisfactorily before the beginning of the hearing— 
expected about the middle of May. Luther Walter, who has 
been employed ‘9 represent the shippers collectively, outlined 
the progress made in preparation of testimony. He said the 
testimony as to individual commodities would be presented sep- 
arately and the work had been assigned on that basis. 

In the course of the committee chairmen reports, M. S. 
Allison, traffic manager, Federal Cement Tile Company, report- 
ing for the weighing and inspection committee, said it had been 
reported that damage had resulted to shipments of certain com- 
modities from the use of cars with corrugated iron ends. He 
suggested that an effort be made to get the carriers to limit 
the use of that type of car to shipments not liable to damage 
from their use. He specifically mentioned shipments of canned 
goods. As a result of claims for damage, he said the shippers 
had been informed by the Western Weighing and Inspection 
Bureau that the duty of protecting their shipments was with 
them, suggesting they line the ends with lumber or otherwise. 
Freight charges would be assessed on such, as dunnage, it was 
said. 
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PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 








q . EASTBOUND SAILINGS 
e 
Philadelphia, Pa., and Houston, Tex. ccc... “ae “eee 
S. S. COLOMBIA..............2. April 14 April 16 
SAILINGS: ©. 9 ff Se Se VENEZUELA.............00. May 
ag <a conte taco tts Semonie ie Ses 
From WW and Puntarenas, San Juan del Sur, Balboa and Cristebal (Panama) and 


Buenaventura. 
Trans-Shipment at Panama for South America and European Ports 


' ee oe gow, i ff bee oe See transcontinental 
Low Rates wick Dispa Thru Package Cars usdtienr tn. ian Deuce an tas deme Genceel We an 
ee Q k teh a a West Coast Mexican and Central American ports. ied 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 


NEW TEX LINE 


Differential Rates 
WEEKLY SERVICE TO 
Brunswick, Ga., and Houston, Texas 


From Pier 1, North River, New York, Saturday noon. 
Pennsylvania Pier 4, Canton (Baltimore), Maryland, Monday night. 


350 Marquette Bldg. eine 8 San Francisce, Cal. 
10 Hanever Sq., New Yerk, N. Y. 548 8. Spring St., Les Angeles, Cal. 


INDIANAPOLIS 


Service That Satisfies 


AB and C Terminal, Brunswick, Ga., Thursday. 


For information apply to 


New England, New York & Texas 
Steamship Corporation 
33 Rector Street, NEW YORK; N. Y. 


Cotton Berm | Building N. Emanuel & Co., Agents 
Houston, Texas Brunswick, Ga. 
Dallas National Bank Building A. L. Richardson, Manager 
Dallas, Texas 515 American Bidg., Baltimore, Md. 


TRIPP WAREHOUSE COMPANY 


Merchandise 224 Machinery Storage 
POOL CAR DISTRIBUTION 
MEMBER 
AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 








eta itu mumure*_ooverem THRU RATES AND 
DIRECT WATER ROUTES 


SHELTONg‘o OERBY NORWICH 
DEVON 6 Fs wares NEW HAVEN at 

MYSTIC Norwalk, Bridgeport, New 

<7 WESTERLY fi TOM " London and Norwich, Conn. 


to Cc. F.A. += T. L., Inter-Mountain, 

TO ALL LONG ISLAND SOUND execs BOAT SERVICE uth and Southwest 

POUNTS WEST “saw I a le v i a CLYDE, OLD DOMINION, SAVANNAH, 
NEW Y MALLORY and MORGAN S. S. LINES 


mou wtSsourn saat aout = "THAMES RIVER LINE, INC., Pier 32 E. R., New York City, "®N®ST =, Fuchs, 


DISTRIBUTION WAREHOUSE ofa eee, ae 


sides. 
The floor is built on the ground and is particularly 


ST. LOUIS COTTON COMPRESS CO. 2setieR ee 


on a regular storage basis. Traffic information fur- 
nished on request. 
Low Insurance—A Wonderful Distributien Peint. 


East St. Louis, Illinois Address Reom 407 Federal Commerce Trust Building 


LOUIS, MISSOURI 








SOUTH NORWALK 








SPEED, ECONOMY, SAFETY AND SERVICE FOR SHIPPERS 


No Trucking, Switching or Draying. Fire-Proof Storage—Automatic Sprinkler. Daily Stock Reports if Desired. | 
Finance Through Our Warehouse Receipts. Write or Wire for Detailed Information—Now ! 


BINYON SHIPSIDE WAREHOUSE CO., Inc. . HOUSTON, TEXAS 






































‘ NOTE—iItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancei- 
lations and postponements announced too late to show the change in 

. this Docket will be noted elsewhere. 


March 19—Argument at Washington, D. C.: : 
18293—-Texas Pacific Coal & Oil Co. vs. G. C. & S. F. Ry. et al. 
19241—The Embossing Co., Aang, N. Y., vs. A. A. R. et al. 
19412—Victor Manufacturing and Gasket Co. et al..vs. A. & R. R. R. 


et al. 
— “arcana Bedding Alliance of America vs. A. T. & 8S. F. Ry. 
et al. 


March 19—New York, N. Y.—Examiner Howell: 
20427—W. Riskin & Son vs. Erie R. R. et al. 
20481—American Hide & Leather Co. vs. B. & M. R. R. et al. 


.March 20—Argument at Washington, D. C.: 
' 18431 (and Sub. 1)—Florence Pipe Foundry and Machine et al. vs. 
N. Y. N. H. & H. R. R. et al 


a i . R. Roe a 
16176—Somerville Iron Works vs. Sou. Ry. et al. 
*16856—Krupp Foundry Co. vs. Sou. Ry. et al. 
19516 (and Sub. 1)—Arizona Corporation Commission et al. vs. A. T. 
& 8. F. Ry. et al. 
March 20—Chicago, Ill.—Examiner Disque: 
20495—The Columbus Packing Co. vs. C. B. & Q. R. R. et al. 


March 21—Fargo, N. D.—Examiner Jewell: 
1. & &. 3018—Class and Commodity Rates between points in North 
Dakota, including Graceville, Minnesota and points in North Da- 
kota, Minnesota, South Dakota and Montana. 


March 21—Fort Worth, Tex.—Examiner Money: 
20303—Interstate rates on cement, carloads. 


March 21—Argument at Washington, D. C.: 
15026—Oklahoma Millers’.League vs. A. & M. R. R. et al. 


March 21—New York, N. Y.—Examiner Howell: 
20521—Kieckhefer Container Co. vs. Penna. R. R. et al. 


March 22—Chicago, Ill—Examiner Disque: 
1. & S. 3072—Carload minimum weight on live poultry from Kansas 
as; poeeeees to C. F. A., Eastern Trunk Line and New England 
erritories. 


March 22—New York, N. Y.—Examiner Howell: 
oir “— —_ 1)—Loose-Wiles Biscuit Co. vs. Eastern 8S. S. Lines, 
nec., et al. 


March 22—Fargo, N. D.—Examiner Jewell: 
20337—-Leonard, Crosset & Riley, Inc., et al. vs. Aransas Harbor 
Terminal Ry. et al. 
March 23—Argument at Washington, D. C.: 
Valuation No. 941—In re tentative valuation of the property of the 
New Bedford, Martha’s Vineyard and Nantucket Steamboat Co. 
Valuation No. 1048—In re tentative valuation of the property of the 
Hartford and New York Transportation Co. 
Valuation No. 1054—In re tentative valuation of the property of the 
New England S. S. Co. 


March 23—Chicago—Examiner Disque: 
20367—Phoenix Horseshoe Co. vs. C. & O. et al. 


March 23—New York, N. Y.—Examiner Howell: 
20533—Toledo Pipe Threading Machine Co. vs. N. Y. C. R. R. et al. 
20534—-Hilgartner Marble Co. vs. A. A. R. R. et al. 
March 24—Argument at Washington, D. C.: 
+ No. 6173—Acquisition of control by Western Maryland Ry. 
0. 
March 26—Washington, D. C.—Examiner Hurley: 
* i. & S. 3075—Coal, Coke and Products of Coal from Page, W. Va., 
to eastern points. 
March 26—Argument at Washington, D. C.: 
bt 4 — —— re tentative valuation of the property of the 


& H. R. R. 
* 19918—William W. Wheelock and William G. Bierd, as receivers of 
the Railways and Property of the Chicago and Alton R. R. Co., 
a corporation, vs. T. P. & W. R. R. 


March 26—Chicago, Ill.—Examiner Disque: 
19963—John Clay & Co. et al. vs. Gilmore & Pittsburgh R. R. et al. 
20113—John Clay & Co. et al. vs, City of Prineville Ry. et al. 
March 27—Butte, Mont.—Examiner Jewell: 
20403—Russell Oil Co., Inc., vs. C. B. & Q. R. R. et al. 
March 28—Argument at Washington, D. C.: 
Valuation No. 1067—In re tentative valuation of the property of 
the Union Stock Yards Co. of Omaha (Ltd.). 
Valuation No. 1077—In re tentative valuation of the property of the 
Brooklyn Eastern District Terminal. 


March 28—New York, N. Y.—Examiner Howell: 
ee New Jersey Coal Exchange et al. vs. C. R. R. of N. J. 
e 3 


March 29—Denver, Colo.—Examiner Mullen: 
ad ew Mail Pay (Intermountain and Pacific Coast Short 
nes). 
March 29—Argument at Washington, D. C.: 
14092 (and Sub. 1)—South Carolina Produce Assn. vs. A. & R. R. R. 


et al. 
14597—South Carolina Asparagus Growers’ Assn. vs. Sou. Ry. et al. 
17383 (and Sub. 1 to 8, incl.)—A. J. Doughty and A. J. Doughty, as 
agent, vs. A. C. L. R. R. et al. 
1 1—Spence-Hollowell Co. et al. vs. N. Y. N. H. & H. R. R. et al. 
18153—Corporation Commission of N. C. vs. A. & R. R. R. et al. 
18320—Jill Bros. et al. vs. Nfk. Sou. R. R. et al. 
Fourth Section Application 703, 1074, 1548 and 1573. 
March 29—Chicago, Ill.—Examiner Money: 
20303—Interstate rates on cement, carloads. 
March 30—Washington, D. C.—Examiner Sullivan: 
* Finance No. 6525—Application of Atchison, Topeka & Santa Fe Ry. 
for authority to operate over the Denver & Rio Grande Western 
R. R. between Pueblo and Portland, Colo., and to abandon or 
suspend operation of its own line between said points. 
March 30—Boise, Ida.—Examiner Jewell: 
20647—State of Idaho Ex Rel. Public Utilities Commission of Idaho 
vs. Oregon Short Line et al. 
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April 6—Chicago, Ill.—Examiner Disque: 
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March 31—Chicago, Ill._—Examiner Disque: 
1. & S. 2985 (and 1st supplement)—Paper boards, carloads, between 
Western Trunk Line points. 


April 2—Chicago, Ill.—Examiner Disque: 

1. & S. 3069—Cancellation of routing on petroleum and Petroleum 
products from points in Texas on K. C. M. & O. of Tex., to fy. 
nois Terminal Co, stations in Ill. when via A. & E. R. R. 

20335, and subs. 1 and 2—Mid West Box Co. vs. Mich. Cent. et aj, 


April 3—San Francisco, Calif.—Examiner Mullen: 
* 9200—Railway Mail Pay (Intermountain & Pacific Coast Short Lines), 


April 3—Twin Falls, Ida.—Examiner Jewell: 
20410—State of Idaho Ex Rel. Public Utilities Commission of Idaho 
vs. O. S. L. R. R. et_al. 
20415—State of Idaho Ex Rel. Public Utilities Commission of Idaho 
vs. O. S. L. R. R. et al. 


April 3—Washington, D. C.—Assistant Traffic Director Pitt and Ex. 
aminer Boat: 
Fourth Section Applications 2040 et al., 11406, 13262, 13187. (Further 
hearing.) 


April 4—Chicago, Ill._—Examiner Disque: 
* 1, & S. 3079—Coal from Southern Illinois to Interstate destinations, 
April 4—Bellefonte, Pa.—Public Service Commission of Pennsylvania: 
Finance No.—6596—Application Bellefonte Central R. R. for a eer. 
tificate of public convenience and necessity authorizing the con- 
struction of an extension of its railroad. 
Finance No. 6627—Application of Bellefonte Central R. R. for au- 
thority to acquire control by purchase of the Fairbrook Branch of 
the Pennsylvania R. R. 


April 4—Argument at Washington, D. C.: 
1. & S. 3033—Lumber from points in Ark. and Okla. on the K. C, §, 
Ry. and connecting lines to St. Louis, Mo., Group pts. 
20434—-Southern Pine Assn. vs. C. & E. Ry. et al. 
1. & S. 3017—Livestock from Texas to Indiana. 


April 4—New York, N. Y.—Examiner Howell: 
15012—The Richmond County Coal Merchants’ Assn. et al. vs. B, 
& O. R. R. et al. 
(Solely as to amount of reparation due under the report, 101 1 
Cc. C. 154, and for purpose of supplying the necessary additional 
proof to entitle tomplainants to an award of reparation). 


April 4—Pittsburgh, Pa.—Commissioner Porter and Examiner Ames: 
20278—Rate on Sulphuric Acid from Natrona to Brackenridge, Pa. 
17260—Bertha Mineral Co. vs. B. & O. R. R. et al. 

April 5—Argument at Washington, D. C.: 
19594—-Transfer of Freight within St. Louis and E. St. Louis by 

dray and truck from and -on behalf of railroads. 
1. & S. 2934—Off-track station and constructive receipt and delivery 
of freight at St. Louis, Mo., and E. St. Louis, IIl. 


April 5—Roswell, N. M.—Examiner McGrath: 
— Alfalfa Growers’ Assn. et al. vs. A. T. & S.F 
Ry. et al. 
April 5—Washington, D. C.—Examiner Bartel: 
1. & S. 2973 (and 1st supplement)—Rules for body icing from South- 
eastern territory. 


April 5—Chicago, Ill.—Commissioner McManamy and Examiners Koe- 
bel and Paulson: 
17000—Rate Structure Investigation, Part 2, Western Trunk Line 
Class Rates. 
Ex Parte 87 (Sub. No. 1)—Class rates within Western Trunk Line 
territory. 
er of Commerce of Kansas City, Mo., vs. Director Gen- 
eral et al. 
14625—Class rates to and from Nebraska stations. 
16226 (and Sub. Nos. 1 to 4, inc.)—Omaha Champer of Commerce 
Traffic Bureau vs. A. & R. R. R. et al. 
16838—Board of R. R. Commissioners of North Dakota vs. C. M. & 
St. P. Ry. et al. 
be yy are of Commerce of Kansas City, Mo., et al. vs. A. & 
. R. et al. 
bs eg of R. R. Commissioners of North Dakota vs. A. & W. 
y. et al. 
16981—Chamberlain Community Club et al. vs. A. & W. Ry. et al. 
17030—Sioux Falls, S. D., Chamber of Commerce Traffic Bureau Vs 
Ann Arbor R. R. et al. 
17235—Intrastate Class rates within the state of South Dakota. 
17980—Bismarck Association of Commerce of Bismarck, -N. D., et al. 
vs. Great Northern Ry. et al. 
18454—Commercial Club of Fargo, N. D., vs. A. & W. Ry. et al. 
18735—Grand Forks Commercial Club vs. A. & W. Ry. et al. 
18790—Dodge City Chamber of Commerce vs. Santa Fe et al. 
bey Mason City (Iowa) Chamber of Commerce vs. A. & R. R. R. 
et al. : 
19035—Procter & Gamble Manufacturing Co. vs. Santa Fe et al. 
19087—Procter & Gamble Manufacturing Co. vs. B. & O. R. R. et al. 
19195—Alliance Chamber of Commerce et al. vs. A. & R. R. R. et al. 
19272—Chamber of Commerce of Kearney, Neb., vs. A. & R. R. RB 


et al. 

Portions of Fourth Section Application Nos. 1842 et al. filed by i- 
W. H. Hosmer and others in so far as they cover fourth section de- 
partures in class rates in issue in No. 17000, part 2. 


April 6—Argument at Washington, D. C.: 
Finance No. 5543—In the Matter of the Application of the Les 
Angeles & Salt Lake R. R. for certificate of public convenience 
and necessity. 
















3078—Beverage containers from southeastern and Carolina 
territory to points in Illinois Freight Association territory. 


ete a an Francisco, Calif.—Railroad Commission of State of Call- Chocolate 
ornia: 
* Finance No. 6633—Application of Sacramento Northern Ry. for au- 
thority to construct a line of railroad in Solano county, Calif. Sr} 
April 6—Ogden, Utah.—Examiner Jewell: 
19733—Hylton Flour Mills, Inc., vs. L. A. & S. L. R. R. et al. Coc 


April 7—Fayetteville, Ark.—Examiner Clifford: 
* 19820—Northwest Arkansas Freight Bureau vs. K. C. S. Ry. et al. 
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JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution 
Prompt and Intelligent Service 


References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 






WAREHOUSES | <civors (Ch Fos 


CSS COS st than e or 
DECATUR, ILLINOIS 


- HICAGO or St.Louis 


= RICHMOND, VA. 


ai Storers, Distributors and Forwarders 
‘! of General Merchandise 


175,000 Square Feet Floor Space 
f g a A Southern R. R. Siding. 25c Ins. Rate 


ae iB Virginia Bonded Warehouse Corp. 
rE 1709 East Cary Street 


ATLANTA 
GEORGIA 


The Heart of the 
Best Trade 
Territory 
In the South 
MERCHANDISE STORAGE 
AND POOL CAR DISTRIBUTION 


Fireproof — Lowest Insurance 


Merchants & Manufacturers Warehouse Co. 


GERMAN RAILROAD 


FREE FREIGHT RATE SERVICE 


The German Railroad Company of Germany has established a 
free freight rate bureau for the eee of 
American Import and Export shippers 


Freight Rates Furnished To, From and Through 
Germany and To Central Europe Free of Cost 


APPLY TO 


GERMAN RAILROAD COMPANY 
Freight Information Office 


HANS ENGEL, General American Representative 
11 Broadway, NEW YORK, N.Y. 
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JOS. STOCKTON TRANSFER CO. 


OUTH C STREET 
ESTABLISHED 1857 
TEAMING — MOTOR TRUCKING — CARLOAD 
DISTRIBUTING 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, ee 
GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


i a =) = —) 9 — 
TERMINAL 


BUILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


Storers, Distributors 
and 
Porwasders 
t+) 

General Merchandise 


Pool Car Distribution 


Prompt and 
Intelligent Service 


ee SN. ae Fe | 
SMa Wy 


Be Jtouiis, wes 


An Important Book for Traffic Managers 


MOTOR TRAFFIC MANAGEMENT 


By G. Lloyd Wilson 
Author of ‘Traffic Management,”’ etc. 


This is the first book to cover the management problems 
of service merchandising by motor freight and passen- 
ger lines which are constantly coming up for solution by 
traffic men. This book, by a widely known expert in 

, _ traffic work, is a detailed exposition of the steps involved 
in obtaining, handling and classifying freight traffic con- 
a duct, the development of passenger service, and the legal 
aspects of highway transportation Price $3.00 


D. APPLETON AND COMPANY, 35 West 32d St., New York 





:— 500 TERMINAL WAREHOUSES 


Storers and Distributors of 
2 MERCHANDISE 


. Chocolate and other candies stored 
- all year round. 


Space for Rent 
Cool Temperatures 


“THE ECONOMICAL WAY” 





CHICAGO, ILL. 


LOCATED NEAR LOOP 
40 Car Siding. Free Switching. 
Tunnel delivery to all Trunk Lines 
and to Aurora and Elgin Electric. 
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April 9—Tulsa, Okla.—Examiner Clifford: 


in Okla. and Defined teritories. 


April 3—Oklahoma City, Okla.—Corporation Commission of Okla.: 
* Finance No. 


April 9—Phoenix, Ariz.—Examiner McGrath: 
ady Lumber Corp. et al. vs. Apache Ry. et al. 
* 20508—Arizona Grocery Co. et al. vs. A. T. & S. F. Ry. et al. 


— 9—Columbus, O.—Examiner Carter: 


& S. 3000—Cancellation of Commodity Rates on Sewer Pipe in C. 


F. A. Territory. 


1. & S. 369—Sewer Pipe and Wall Coping from various Pennsylvania 


points to New England and Eastern Trunk Line Territories. 
19886—Graff-Kittanning Clay Products Co. vs. A. C. R. R. et al. 


l. & S. 3059 (2nd supplemental order)—Sewer pipe and wall coping 
from various Pennsylvania points to New England and Eastern 


Trunk Line Territories. 


1. & S. 3059 (1st supplemental order)—Sewer pipe and wall coping 
from various Pennsylvania points to New England and Eastern 


Trunk Line territories. 
April 10—Tulsa, Okla.—Examiner Clifford: 
* 20483—Tulsa Traffic Assn. et al. vs. A. T. & S. F. Ry. et al. 
April 10—Salt Lake City, Utah.—Examiner Jewell: 
20134—Covey-Ballard Motor Co. vs. C. M. & St. P. Ry. et al. 
20241—Taylor Motor Co. vs. A. T. & S. F. Ry. et al. 
April 10—Phoenix, Ariz.—Examiner McGrath: 
20549—Concha Live Stock Co. et al. vs. A. T. & S. F. Ry. et al. 


April 10—Washington, D. C.—Examiner Boles: 


20516—George B. Hild, E. G. Hitt and Joseph Moudry, and as the 
executive committee representing the protective committee of 
& M. R. R. vs. C. N. 8S. 


holders of securities issued by C. N. S. 
& M. R. R. 


— 10—Cincinnati, O.—Examiner Hosmer: 


S. 3051—Class rates between various Kentucky points and points 


“in Official Classification territory. 


April 11—Bluefield, W. Va.—Examiner Johnston: 

* 20359—Bluefield Grocery Co. vs. N. Y. C. R. R. et al. 

* 20361—Williamson Supply Co. vs. N. Y. C. R. R. et al. 
* 20362—Williamson Grocery Co. vs. N. Y. C. R. R. et al. 


© 20363 (and Sub. Nos. 1 and 2)—Tug River Grocery Co. vs. N. Y. C. 


R. R. et al. 
* 20431—McDowell County Wholesale Co. vs. N. Y. C. R. R. et al. 
* 20432—McDowell County Wholesale Co. vs. N. Y. C. R. R. et al. 
* 20492—Sterling Hardware Co. vs. N. Y. C. R. R. et al. 


BALTIMORE, MD. 
GENERAL MERCHANDISE STORAGE 
Pool Car Distribution Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 





C & A TERMINAL WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicago 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Works: Penn. System Telephone Harrison 3486, 


Hegewisch, Illinois): B-, . CHICAGO, ILL. 


TANK CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Care 
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* |, & S. 307i—Routing from and to points on the C. R. I. & P. Ry. 


Application of the C. R. I. & P. Ry. for a cer- 
tificate of public convenience and necessity for the construction 
and operation of an extension of its existing line of railway from 
Bowlegs, Seminole county, Okla., in a southerly direction to a 
point in Section 10, Township 6, North, Range 6 East, in Seminole 
county, Okla., and for permission to retain excess earnings thereof. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
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a a we 5 9g oo . ry » Pe S. R. R. et al. 

an ub. Nos. © 15, incl.)—J. Amicon Bros. 

+ 20430 “¢ nd. Sub’ Nos 4, i a ae 

an ub. Nos. to 4, incl.)—Bluefield Prod 

«2005; VEN GE Bet.al, , mee & Provision 

an ub. Nos. 1 to 5, incl.)—Flat Top Grocer " 
C. R. R. et al. 4 ae 

April 11—Tulsa, Okla.—Examiner Clifford: 

* 14995—Phillips Petroleum Co. vs. A. T. & S. F. Ry. et al. (furth 
hearing, solely with respect to proof of the amount of reparation 
due complainant). ” 

April 11—Argument at Washington, D. C.: 

10526—Anaconda Copper Mining Co. et al. vs. Director Genera] a 
agent, A. A. R. R. et al. = 
10581—American Smelting and Refining Co. et al. vs. Director Gen 
eral, as agent, A. A. R. R. et al 7 


17863—Bunker Hill & Sullivan Mining & Concentrating Co. vs, 9. 


W. R. R. & N. Co. et al. 


April 12—Tulsa, Okla.—Examiner Clifford: 
* 20378 — Sub. Nos. 1 and 2)—Skelly Oil Co. vs. A. T. & S. BP. Ry. 


et al. 
* 20397—Phillips Petroleum Co. vs. A. T. & S. F. Ry. et al. 


April 12—Cincinnati, O.—Examiner Hosmer: 
|. & S 3048—Hay, Straw, Excelsior and other commodities between 
Il, F. A., Cent. F. A., Eastern and New England, Trunk Line 
Territories and Southern Points. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Qualified traffic man, fifteen years experi- 
ence rate and transportation matters, six years’ general freight de- 
partment; desire connection growing industry, southern territory pre- 
ferred; age 33 years, reasonable salary considered. Address M. I. T 
92, care Traffic World, Chicago, IIl. 











POSITION WANTED—Traffic manager, steady, reliable and com- 
petent, desires position as traffic manager with lively industry; fully 
experienced and well qualified to handle your traffic problems satis. 
factorily. Address N. D. R. 86, care Traffic World, Chicago, Ill. 





POSITION WANTED—Assistant traffic manager; industrial with 
good future; age 34; married; technically trained; references; now 
employed; western territory preferred. Address O. N. D. 82, care 
Traffic World, Chicago, Ill. 


Chicago’s and Kansas City’s 
Most Modern Warehouses 


Merchandise 


Pool Car 


~ 
crooee * 2 « 
Distribution 


2000 Carload 
Capacity 


WASHINGTON, D. C. 


When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 


Across the Street from I. C. C. BLDG. 


BREAKFAST — LUNCH 
DINNER 1727 Penna. Avenue N. W. 





MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 





AND COMMERCE EXPERTS AND SPECIALISTS 
You can reach Traffic World| YOUR ANNOUNCEMENT |LEONARD’S GUIDE 


readers each week 


Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 





in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers 


Freight —Express— Parcel Post 
Rates and Routing 


G. R. LEONARD & CO. 
15 East 26th St., New York 












155 No. Clark St., Chicago 
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THE TRAFFIC SERVICE CORPORATION 


CHICAGO 
418-430 S. MARKET ST. 
Telephone State 8635 


WASHINGTON 
MILLS BUILDING 
Phone, Main 3840 
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THE SERVICE 
THAT IS DIFFERENT 





Alert / 


The alert—ride with the winds! 
Industry everywhere today seeks 
shorter cuts to greater profits. 


Thirty years’ experience in 
freight forwarding enables Trans- 
Continental to interpret every 
new turn of business and provide 
that invaluable extra _ service 
that often has made a difference 
of thousands of dollars a year to 
shippers. 


Trans - Continental affords the 
most truly economical shipping. 
This includes promptness of de- 
livery, expertness in handling 
and freedom from damage. 
But that unceasing personal 
attention to your individual 
requirement makes Trans- 
Continental Freight always 
better and different. 


Ask Our Nearest Branch 


Trans - Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES: 
Minneapolis, Minn. 
Philadelphia, Pa. 
Portland, Ore. 

St. Paul, Minn. 

Salt Lake City, Utah 
San Francisco, Cal. 
Seattle, Wash. 


Boston, Mass. 
Buffalo, N. Y. 
Cincinnati, Ohio 
Cleveland, Ohio 
Denver, Colo. 
Detroit, Mich. 
Los Angeles, Cal. 


Consolidators of Machinery, Merchan- 
dise, Household Goods, Automobiles, 
etc., for more than 29 years. 


ADL GALT EPL ESL SALLE LALO EDELL EAE SE AMAA LIEEEL SEL PANE ALLALBALE SAREE ELE NIAAA BEE 








4. 
The rich trading zone 


embraced in what is 
known as the Detroit 
trading area is ade- 
quately served both 
locally and regionally 
by the Grand Trunk 
Terminal of Continen- 
tal Terminals, Inc. 


2. 


The Cleveland trading 
zone embracing the 
largest industrial area 
in the United States is 
served by The Distri- 
bution Terminal of 
Continental .Termi- 
nals, Inc. 


3- 


The Central Railway 
Terminal unit of Con- 
tinental Terminals, 
Inc., serves locally and 
regionally the city of 
Albanyandthetrading 
area of which it is the 
centre. 


THE TRAFFIC WORLD 
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The Grand Trunk 
Terminal at De- 
troit, The Distri- 
bution Terminal 
at Cleveland and 
the Central Rail- 
way Terminal at 
Albany, as units of 
Continental Ter- 
minals, Inc. serve, 
ds storage-in-tran- 
sit and trans-ship- 
ping points, the 
richest, most popu- 
lous territory of the 
United States. 


HE site of each Continental Terminal warehouse was 

determined bya trade and transportation survey. Each 
unit was located at a primary centre of distribution to 
serve, locally and regionally, the richest trading zones, 
and as storage-in-transit points, the largest, wealthiest, 
most densely populated territory in America. 


CONTINENTAL TERMINALS, Inc. 
67 WALL STREET, NEW YORK 


Continental Terminals, Inc., offer 
every facility known to modern 
distribution granting “The Service 
You Expect” from preliminary 


Cc 


CONTINENTAL 
TERMINALS 


distribution plan and merchan- 
dising assistance to the final dis- 
position of your product in the 
country’s best markets. 
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The knowledge of Industry’s requirements and 
ability to meet them through character service 
is an important factor in your determination of 
a location. 








‘ 
» 
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With an experience obtained through over forty 
years of constant contact with such problems, 
we have provided the necessary facilities which 
enable us to render such service. 


Character Service, Chicago rates applicable to 
and from all locations, direct connection and 
interchange arrangement with all trunk lines 
makes a location on The Belt Railway Company 
of Chicago comparable with one served by all 
railroads entering Chicago. 


Our aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your 
disposal. 


J. F. HOGAN, Vice President J. H. BROWN 
Dearborn Station Traffic and Industrial Manager 
Chicago Dearborn Station 


Telephone Harrison 3690 Chicago 


‘The Belt Railway Company of Chicago 
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[Blest of Service 

[E]very Facility 
[LJocations—Large and Small 
[Thime Saver 







\ 





_ [Reliable 
Se, [Alccommodating Action 
[1 ]ndustrial Opportunities 
[LJabor—aAll Kinds Available 
[Wle Want You With Us 
[Allive to Your Requirements 
' [¥]Jesterday, Today, Tomorrow— 
Always the Best 
[Co-operative Policy 
[O]nly Forty-six Years’ Experience 




























x ‘Team Trecke 
GENE B01 Ry. of Cricage 
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New Orleans, La., Saint Louis, Me., New Orleans, La., 
a | Magazine St., ar ‘Keats Bldg., 1207 Federal Com. Trust un” 320 Magazine St., 
. W. Meoney, Asst. te T. M. on Asst. te T. M. F. C. Reilly, Asst. te T. W. M. Hough, G. F. A. 
demain ° ng - Memphis, Tenn. New Orleans, 4 
822 Brown Marx Bldg., 2610 s. 5 Ewing Street, 1201 Cotton Exchange Bidg., 320 Magazine S 
N. W. Guice, General Ast. Bs be a Traf. Frt. Agt. C. E. Becker, Gen. Agt. y & at, Gen. Agent. 
Chi Ii, Minneapolis, Minn., Saint Paul, Minn., 
521 Austin B 204 inebetia Street, 523 Marquette Avenue, 1417 Pioneer Bidg., 
Willis Warren, Gen. Agt. H. Gelden, Comm. Agent. ayo a Asst. G. F. A. Elmer Cordes, Gen. Agent. 
Cincinnati, Ohie, poten hg Calif., Mobile, Ala San Francisco, Calif., 
423 Vine t, 807 Pacific Electric Bldg., 315 Van “Antwerp Building, 415 ———— 
W. F. C. G. Krueger, Comm. Agent H. M. W » Cemm. Agent T. B. Esty, Pac. Coast Rep. 


The Secretary of War, Governor 


“SERVICE 


between Saint Louis, Cairo, Memphis, 
Rouge and New Orleans. 


Your competitors are using the Barge Line increasingly and with growing satisfaction. 
All inquiries are promptly and courteously answered. You can address the nearest representative. 


THE TRAFFIC WORLD 


THE INLAND WATERWAYS CORPORATION 
Operating the 
Mississippi-Warrior Service 

FEDERAL BARGE LINE 


PLUS 


Peoria, Illinois, writes: 


“On January 31st we shipped from this plant, RI 40582, 
consigned to Centralia, Washington, routing via Illinois 
Central-Mississippi-Warrior-Gulf Pacific Lines. 


“T want to congratulate you on the service that your 
company gave this car. It reached New Orleans on 
February 10th, and was loaded and forwarded via 
SS Point Bonita on February 11th. 


“This is comparable with the service given by the 
rail lines. On January 2d, we had from Peoria a car 
for the Pacific Coast routed via rail to New Orleans and 
both cars cleared on same steamer from New Orleans.” 


THREE SAILINGS EACH WEEK 





S avincs” 


Mr. Roy Z. Eaton, Traffic Manager, Keystone Steel and 
Wire Co., 


The files contain many similar complimentary advices 
from satisfied patrons, dealing particularly with recently 
inaugurated schedules affording: 
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Major General T. Q. Ashburn, Chairman of the Board 





Helena, Baton 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


























to FROM 
oo ; Corresponding Service 

Belielo oe Bloomfield given to shipments loaded 
Coder Repide = Sixth = Boonton 
Chicago Fourth ** Clifton to the platforms of connect- 
Cond TA — ing roads destined to points 
—_ —s 0 beyond those named herein. 
Council Blulfe Sixth a Jersey City — . . 
— . Lyndhurst Similar service is effec- 
Deteit Third : a. tive via Lackawanna from 
— foe Passaic Philadelphia and other 
Ene Third Paterson e ° ° 
Fos Woe Fourth nn, Reading Railroad points, 
ae, ieee S5%hSt also from points on the 
hanoele = —- Central Railroad of New 
deckaon Jersey, via Scranton, Pa., 
room ate : Transfer; also from Boston 
Loviville [gong Island City via Boston & Maine-Dela- 
Memphis . 
Minera che ware & Hudson and Bing- 
—" — hamton, and via New York, 
Nashvile Terminal New Haven & Hartford and 
sa SAAS Port Morris, N. J. 
Peoria ———— ir 
rents Daily passing reports in 
Soden the possession of all Lacka- 
Rochester e 

wanna Agents enable imme- 
Seint Lowa sil ee diate and complete infor- 


mation to customers. 















"Scranton Second 

Sh Ont Forth Not Necessary to Designate Any Special Station, 
Toledo pane Pier or Train. 

Toronte Third 

Utica Second 


‘Simply Route “LACKAWANNA” 


*First Morning from New York Piss end Hoboken Cily. 


The foregoing diagram has proved of ines- facilitation of tracing; prompt turnover of 
timable value to the Trade, showing as it does investment. 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


If any other locality is interested in move- 
ment of 10,000 lbs., or more, of merchandise 
per day from New York, Metropolitan District, 

Advantages: Quick service, advance informa- the Lackawanna will consider inauguration of 
tion to agents concerning location of shipments, | through merchandise car therefor. 






LACKAWANNA AGENCIES ST. PAUL : 
601 Merchants Bank Building 
BOSTON DETROIT NEWARK SAN FRANCISCO 
80 Federal Street ist National Bank Bldg. 786 Broad Street 823 Monadnock Bldg. 
BROOKLYN EASTON, PA. NEW HAVEN SCRANTON 
32 Court Street 402 Nerthampten Street 39 Charch Street Lackawanna Station 
BUFFALO INDIANAPOLIS NEW YORK CITY SEATTLE 
Lackawanna Terminal 410 Guaranty Building 302 Broadway 1312 L. C. Smith Bldg. 
CHICAGO KANSAS CITY PHILADELPHIA SYRACUSE 
111 West Jackson Blvd. Railway Exchange Bldg. 1802 Finance Building Lackawanna Statien 
CINCINNATI MILWAUKEE PITTSBURGH TOLEDO 
4th National Bank Bldg. 1816 Majestic Building 503 Park Building 1404 2nd Natienal Bank Bidg. 


CLEVELAND MINNEAPOLIS ST. LOUIS TORONTO 
310 Park Building Metropolitan Life Bldg. 112 North 4th Street 1602 Royal Bank Bldg. 
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Dependability/ 


6 
Efficient Workers 
and Modern Equip- 
ment Guarantee 
Dependable Trans- 


portation. ’’ 


PRESIDENT 
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London Midland & Scottish Railway Company 


of Great Britain 


Important Announcement 


Freight Forwarders Shipping Agents 
Traffic Managers Export Managers, etc. 


Shippers to inland points in England shouid obtain at once 
from the L M S Freight Offices in America 


New British Railway Freight Rates 


based upon the Revised Classification and New Standard 
Charges in force from January Ist, 1928. 


No printed tariffs can be issued, but L M S American 
Offices will quote, on application, on all commodities from 
all British Ports to all points in the interior of Great Britain. 


For information, apply to 


THOMAS ARTHUR MOFFET 
Freight Traffic Manager in America 
LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 
of Great Britain 
One Broapway, New York City 
Tel. Bowling Green 4260 
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/® THE REDWOOD LINE XX 


Gulf-Pacific Coast Cargo Service 











A DEPENDABLE COMPANY 





CHICAGO 
R. F. Thompson 
901, 11 So. La Salle St. 

Phone Central 4645 


BIRMINGHAM 
H. B. Rox 
201 Brokers Bldg. 
Phone 4-4362 








DIRECT SAILINGS BETWEEN THE GULF 
AND eenateiaenie PORTS 
INSURANCE. RATES ARE. THE LOWEST 

saheaecaine ON A-1 SHIPS 





we ee ee ee TEE 


SHIPPING DOCUMENTS. ARE HANDLED 
WITHOUT DELAY 


EE 











EOE EES ESET 


ALL INQUIRIES ARE ACCORDED PROMPT 
AND CAREFUL ATTENTION 








ST. LOUIS 
* Fred D. Royce 
1634 Arcade Bldg. 

Phone GArfield 2287 


MOBILE 
Munson §S.S. Lines 
Pier 8, M. & O. Docks 
GULFPORT Phone 4097 
The Redwood Line 
G. & S. I. Bldg. 
Phone 468 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CoO. 





SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Lawrence Terminal 1110 Lane Mortgage Bldg. 
215 Market St. 1 Jefferson St. 208 West Eighth St. 





Offices also in Portland, Seattle and Tacoma 


Finkbine-Guild Transportation Co. 


General and Local Offices Located: 
1421 New Orleans Bank Building NEW ORLEANS 
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Great Northern 


“A Dependable Railway” 


---A Reputation Justly Earned Because Its Speedy and 
Dependable Freight and Passenger Service Between 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland onmun 
Tacoma and Intermediate Points 


is made possible by competent crews 
operating First-Class Equipment, Perfect 
Roadbed, Automatic Electric Block Sig- 
nals, Modern Motive Power, Including 
Oil-Burning and Most Powerful Motor 
Generator Electric Locomotives. 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 


Daily between Chicago and the Pacific Northwest 


G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 
H. G. Dow M. J. Costello 
Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 





T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, II. 


Great Northern Railway 
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INDIANAPOLIS 
Merchants Bank Bldg. 
KANSAS CITY 
® Railway Exchange Bldg. 


® 


® DETROIT 
Majestic Bldg. 
AVANA 
Manzana de Gomez 


@QH 


@® CLEVELAND 
Hippodrome Bldg. 
@ DENVER 
Boston Bldg. 


@ CHICAGO—FREIGHT DEPT. 
Southern Pacific Bldg. 
DEPT., 33 West Jackson 


® CHICAGO PASSENGER 


Ellicott Square Bldg. 
@® CINCINNATI 
Dixie Terminal 


® BUFFALO 


Old South Bldg. 


Woodward Bldg. 


® BIRMINGHAM 
® BOSTON 


Healey Bldg. 
® BALTIMORE 
209 Morris Bldg. 





@ ATLANTA 









@ OFF LINE AGENGIES 
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Salmon Fishing, Columbia River 


OREGON’S FISHING INDUSTRY 


REGON has long been the mecca of the fisher- 
man for its unequalled sport with the rod. Here 
the fisherman can have royal sport with fly line 

and reel in the mountain brooks filling his creel with 
gamey, firm-meated speckled trout from the ice cold 
mountain streams or fishing the lakes and larger streams 
for fish of a size that will test the strength of his rod 
and line and tax his ingenuity to land. But the king 
of Oregon’s fish is the salmon. The annual value of the 


salmon, shad, sturgeon, clam, crab, crawfish and other 
food and shell fish averages $15,000,000. 

The Columbia River, which is recognized as the great- 
est fishing stream in the world, is the main artery 
through which flows wealth that goes to make the 
salmon fisheries one of Oregon’s important industries. 
In proof of this, it may be said that this great stream 
has produced, since commercial fishing began, over one 
hundred million dollars of the Royal Chinook salmon, 
conceded to be the best food fish in the world. 


Write, telegraph or 'phone 
® ‘“‘General Agent, Southern Pacific Lines’’ ® 


The Postman Knows Him 


SOUTHERN PAcIFic LINES 
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